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tal coal, 
rigerator, 
vaite ak F ocean liners were shipped in 
and 350 boxes, eight steamships each 
the size of the Bremen could be 
| | packed inasingleday’s production 
N of H &D corrugated fibre ship- 
et ping boxes and packing materials. 


{genera could be packed tn one days This immense volume of pro- 
. AL 238, ws: ty ut of H £. D pro dius ts duction requires the services of 
pad tari 50 package designers who are 
__ intends constantly devising and improv- 

ing corrugated fibre shipping 
= ree boxes for practically every type 

of commodity. They have the 
important resources of the world’s largest 
ified. ter- corrugated fibre box making or- 
4 ganizationtodrawupon. Theyare 
ulation ready to serve you promptly, efh- 
a nearby ciently and effectively inanswering 
nufacture your shipping box requirements. 
ee THE HINDE & DAUCH PAPER CO. 


dene. H&D Package Engineers work 303 Decatur Street Sandusky, Ohio 


with you at your request, with- Canadian Address — Kings Street Subway and 
— out obligating you in the least. Hanna Avenue, Toronto 


» familiar 


| wWainDE & DAUCH 
corrugated fibre we shipping boxes 


10 Per Year i 25¢ Per Copy 
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SHIPPING 
AUTOMOBILES « 


In transportation, as in every phase of in- 
dustry, public confidence cannot be gained and 
held with a blare of trumpets and the promise 
of a dollar’s worth of service for fifty cents. 


It is the actual performance of a thoroughly 
dependable service season after season that 
creates and maintains the confidence of the 
shipping public. 


It is the consistency of NICHOLSON 
UNIVERSAL SERVICE in the handling of 
automobiles via Lake and via Lake and Rail, 
together with the economy derived from its 
differential rates that holds the faith of our 
customers and steadily increases their number. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 
Owned by 
UNITED STATES FREIGHT COMPANY 


Offices: 


ye mee 7 Y...............South & Ohio Streets 
a eececececcesesse53 West Jackson Blvd. 

Cleve d, Ohio ............Foot of East 40th St. 

Detroit, Mich. ..............501 Coe Terminal Bldg. 

Milwaukee, Wis. ............225 Erie Street 

Toledo, Ohio ............+..Elm & Water Streets. 

Green Bay, Wis. ..... ...-125 So, Broadway 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 


BUA ULLAL LULL 
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INTERNATIONAL HARVESTER | | 
and the Railroad World ; 


SEVENTY-FIVE NAMES 
among the users of International 
Trucks and McCormick-Deering 
Industrial Tractors in the Trans- 
portation Field 


McCORMICK-DEERING Industrial Tractors 
and the UNION PACIFIC. 


This view shows six units, crane-equipped, just 
put to work by the Union Pacific, at Omaha. 


4 a a 


International Harvester Automotive 
Equipment is ready to go to work 
anywhere. And it is serviced every- 
where, through 174 Company-owned 
branches in the United States and 
Canada. The trucks range from 
34-ton to 5-ton. Full information sent 
upon request. 


INTERNATIONAL HARVESTER COMPANY 


of America 


(Incorporated) 


606 So. Michigan Ave. 


Atchison, Topeka & Santa Fe 


Baltimore & Ohio 

B & O Chicago Terminal Ry. 

Big Four 

Boston & Albany 

Boston & Maine 

Boston Elevated 

British Columbia Electric 
Railway 


Canada Steamship Lines 
Canadian National Express 
Canadian National Railway 
Canadian Pacific Express 
Canadian Pacific Railway 
Cedar Rapids & Iowa City 
Central of Georgia 
Central of New Jersey 
Chesapeake & Ohio 
Chicago & Eastern Illinois 
Chicago & North Western 
Chicago, Burlington & Quincy 
Chicago Great Western 
Chicago Junction Railway 
Chicago, Milwaukee, St. Paul 
& Pacific 
Chicago, North Shore & 
Milwaukee 
Chicago, Rock Island & 
Pacific 
Columbia Terminals Co. 


Delaware & Hudson 

Delaware, Lackawanna & 
Western 

Denver, Rio Grande Western 


East Mass. Street Railway 
Elgin, Joilet & Eastern 
Erie Railroad 


Gary Railways 
Great Northern 


Illinois Central 
Illinois Traction Co. 





Indiana Service Corporation 
Interstate Public Service Co. 
Lehigh Valley 

Louisville & Nashville 
McCormick Steamship Co. 
Michigan Central 
Milwaukee Electric Ry. 
Minneapolis & St. Louis 
Mississippi Warrior Service 
Missouri, Kansas & Texas 
Missouri Pacific 

Mobile & Ohio 


Monon Route 


Nashville, Chattanooga & 
St. Louis 

New York Central Lines 

New York, New Haven & 
Hartford 

Nickel Plate Road 

Norfolk & Western 

Norfolk Southern 

Northern Ohio Traction 

Northern Pacific 

Norton Lilly Steamship Co. 


Oregon, Washington R. & N. 
Co. 


NARRATE 23 180 Bee oTe STAUB tm UA 


Pennsylvania System 
Peoria & Pekin Union Ry. 
Philadelphia & Reading 
Piedmont & Northern 
Pittsburgh & Lake Erie 
Pullman Company 
Railway Express Agency, Inc. 
St. Louis Southwestern 
Seaboard Air Line 

Soo Line 

Southeastern Express 
Southern Pacific 

Southern Railway 

Texas & Pacific 

Union Pacific 

Wabash 





Chicago, Illinois 
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Factory Site Advantages 
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Within 350 Miles 


of This 
Territory Are 


48% of all income tax returns 

53% of all incomes over $5,000 

36% of the country’s population 

36% of all radio receiving sets 

31% of all dwellings 

44% of all domestic lighting consumers 
40% of all residential telephones 

59% of all manufactured prcducts 
40% of all retail stores 





Dependable 


BUFFALO 
All Year—All Weather >OCHESTER 
AND 
Service PITTSBURGH 






1 
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TRANSPORTATION IN THE N 





A. J. Dickinson 
Passenger Traffic Mgr. 
t. Paul, Minn. 


M. J. Costello 
Western Traffic Mgr. 
Seattle, Wash. 


H. G. Dow 
Eastern Traffic Mgr. 
233 Broadway 
New York City 


T. J. Shea 
Asst. Gen. Freight Agt. 
105 W. 


Adams St. 


Room 620, Chiesa, Ill. 


H. H. Brown 
General Traffic Mgr. 
St. Paul, Minn. 
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ORTHWEST 


(672) 


COMPANIONS 


New PMPIRE 
"BUILDER 


Radio Equipped 


and the luxurious 


Oriental Limited 


Skilled, courteous service...latest equipment...1200 
clean, cinderless miles behind super-power oil-burn- 
ing and electric locomotives....the 60 daylight miles 
along Glacier National Park....and the smooth, com- 
fortable water-course route between Chicago and St. 
Paul, Minneapolis, Spokane, Seattle, Tacoma and 
Portland....without change of cars. 


GREAT NORTHERN 
FREIGHT SERVICE 


Fast, convenient and dependable—between St. Paul, 
Minneapolis, Duluth, Superior, Sioux City, Winnipeg, 
Billings, Butte, Spokane, Portland, Klamath Falls, 
Ore., Seattle, Tacoma and intermediate points. 


Through Daily Merchandise Cars to Pacific 


Northwest and Intermediate Points. 





THE CLEAN, CINDERLESS, SCENIC ROUTE 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 
Between the Gulf of Mexico 
and Pacific Coast Ports 








Direct Service to Los Angeles Harbor and San Francisco, with Prompt, 
Dependable and Safe transshipment on through bills of lading to North 
Pacific Coast Terminal Ports without additional costs. 





NEW YORK CHICAGO ST. LOUIS 
H. E. Devoy Ray F. Thompson H. W. Hoffman 
7-11 Water Street 2118, 105 W. Adams St. 1956 Railway Exchange 





“Class A” 


Redwood Line steamers carry Class A insurance rating. 
Redwood Line gives you Class A service. 


Class A has two meanings: 


As to insurantce it means the lowest rate. 
As to service it means the highest type. 


“Route Redwood Line” 


NEW ORLEANS BIRMINGHAM MOBILE 
Albert H. Start H. B. Rox Wm, Gorman 
1415 New Orleans Bank Bldg. 201 Brokers Bldg. 206 Stace Office Bldg. 
SAN FRANCISCO LOS ANGELES 
L. B. Fitch, Western Traffic Mgr. E. M. Cantelow 
1 Drumm Street 704 So. Spring Street 
REDWOOD LINE, Inc. 
THEODORE BRENT E. A. RATELLE C. D. ARNOLD 
Pres. Asst. to Pres. Asst. Traffic Mgr. 





General and Local Offices Located: 
1421 New Orleans Bank Building - - - - - - - = 226 Carondelet Street 
NEW ORLEANS 
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' No shipment is 
too large or too 
small for the Erie 

pt, 
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THE ERIE WAS EQUIPPED 
TO HANDLE THE JOB 


A manufacturer of Electrical Machinery recently built 

- for delivery in the mountains of New Jersey four 
monster transformers—each weighing close to 270,000 
pounds. 





The job of transporting them was a task that called 
for exceptional rail facilities and equipment. 


The Erie with its special, heavy duty well-type cars, 
its solid road bed, adequate clearances and its staff— 
trained to handle exceptional tasks—took charge of 
and delivered the shipment on time. 


ERIE RAILROAD SYSTEM 


st Route of the Erie Limited 
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When fast Freight Shipments 
will increase your Profits - 


SHIP ViA PEORIA GATEWAY 


Transfers of traffic between these many line-haul carriers are made within a 
few hours of the use of the facilities of the Peoria and Pekin Union, while a 
much longer period is required for such interchange of traffic through some of 
the larger and congested gateways. Traffic is handled with sufficient dispatch 
to avoid congestion, thus affording regular expeditious service in the movement 
of all through traffic. 


Our intermediate switching charge is absorbed by line-haul carriers on all 
traffic. Therefore, no danger of extra switching charges, 
whether P. & P. U. Ry. is or is not shown as 
participating carrier in joint tariffs. 
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Route Bitlof- Fading 


Via P.aP.U, Bry. an Peoria, Ill. 


Oadore Domest: Stragit BID of Lacing adopted by Carriers in OlScial. Southern sad Western Claamtieation terror Warr (6 1922) 


1 UNIFORM STRAIGHT BILL OF LADING 
 Preeerteet oy 
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‘Shippers Me. 


Peoria & Pekin Union Raitway Company“ agate Me 
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PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. Stock, Traffic Manager, Union Station, Peoria, Illinois 
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Nicxes Pate Roan 


| FAST AND CONSISTENT SERVICE 
ASSURING DEPENDABLE, ON TIME DELIVERIES 


—<——S__ e es 


THE IDEAL ROUTE TO SHIP YOUR FREIGHT 


DIRECT CONNECTIONS TO ALL 
POINTS IN THE UNITED STATES 


SHIP AND TRAVEL 


oe Bare Roap 








Cantaloupes 
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Packing 


Southern Pacific 
Off-line Agencies 


@ ATLANTA 
Healey Bldg. 
® BALTIMORE 


ag ter eg DEPT. 
@cepeAS fe Bldg. 


penuenens 
® CHICAGO, West Jackson 
CLEVELAND 
e Hippodrome 
© DENVER 
Boston 
DETROIT 
® Majestic 


HAVANA 
® Manzana de 


Bldg. 


MEXICO C 
bd Ave. Cinco de de Mayo, No. 32 


@ MONTERREY 
Edificio Langstroth 
t:) ve 4 [a CITY—FGT.-PASS. 


PR Pass. Ticket Office 

531—Sth Ave. at 44th St. 

® OxLABOMA CITY 
ine Bidg. 

C) samaneneene 

Packard Bldg. 
=) PITTSBURGH 

‘ark Bidg. 


@ SALT L LAKE ow 


— 
@ suarr 
314 Union St. 


@ ST. LOUIS 
Carleton Bldg. 
:) Venere. 4 CG 


© Wasumaron. D. Cc 
Southern Bldg. 





Finished 





This season’s cantaloupe movement 
from Imperial Valley now over 


During the season (May 11 to July 26), Southern Pacific handled out of 
this valley 19,854 carloads of cantaloupes. 


Without confusion, 316 solid trains moved this crop to market, establishing 
an enviable on time record. 


The same efficient organization that made this movement possible is at 
your service . . . mo matter what you ship. 


There is a Southern Pacific Lines representative near you. You will find him 
a transportation specialist, who is anxious to be of assistance to you. Call 
or write him today. 


Another Job” 


ee FEY | 


“We've Just 








Icing 
Cantaloupe 
Train 


Southern Pacific 
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Our Platform 


Keep the government out of business. This applies 
ocean and inland waterway transportation as well as 
other business. 

Regulation of motor vehicle common carriers in 
interstate Commerce, and a special fee for the use of the 
tighway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
ihippers, but a rate level high enough to give the car- 
fers as a whole the adequate revenue prescribed by the 


Baw and the Commission. 


ee 


ei 


Development of inland waterways for commerce 
mly where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
prmitting private operation of carriers thereon, who 


should pay for the privilege of using the waterways in | 


oder to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
mount of shipping, and a realization by industrial traffic 


“Gen that they must equip themselves to give the sort 
Gof service that will justify employing them. 


If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





ANOTHER TRIAL BY UPROAR? 


HE Louisville Courier-Journal, in its issue of September 
8, on its editorial page, carried the following: 


The story of the extraordinary differential in rates from Ken- 
tuky and from Illinois to Chicago and the northwest seems to be 
he story of Pennsylvania vs. eastern Kentucky over again. One 
nine owner testifies that railroad men told him they could not lower 
rates to Kentucky for fear of offending large shippers in the north. 
The men with the money and political influence seem to have been 
le to force approval by the Interstate Commerce Commission of 
what turns out to be an effort to kill off Kentucky competition. The 
uth now comes out in the hearings here, and the big ones may not 
able to get away with it. 
| Are there no leaders in the coal industry able and will- 
tg to abolish the method of trying a coal rate case of which 
he foregoing editorial is typical? 

If any operator anywhere knows anything to indicate 
0 reasonable men that any member of the Commission has 
een or is likely to be swayed by money or political influence, 
itcan and should perform a service for his fellow operators 
ind the public generally by telling a grand jury the facts. 

€ uproar in the lake cargo coal case, although it was the 


direct or indirect cause of three heads falling, did no one 
any good, 

The editorial was published a few days after hearings 
were begun in Louisville in No. 21838, West Kentucky Coal 
Bureau vs. Illinois Central et al. The complainant seeks the 
elimination of a differential of 35 cents and, in some cases, 
somewhat higher, on coal from western Kentucky to des- 
tinations in Illinois, Iowa, Wisconsin, Minnesota, and the 
Dakotas in comparison with rates from southern Illinois. 
Naturally, such a complaint raises issues similar to those 
created by the lake cargo coal case, which caused such an 
uproar in Congress and in the political campaign. 





ELECTION VERSUS APPOINTMENT 

ORTH ALLEN, of the Public Utilities Commission 

of Colorado, has an interesting article in Public 
Utilities Fortnightly on the subject, “Why Elect Commis- 
sioners?” Thirty-one jurisdictions, including the District 
of Columbia, the Philippines and Hawaii, appoint their 
commissioners and twenty-one states elect them. Com- 
missioner Allen’s article is an argument for appointment 
rather than election. His principal points are as follows: 

Appointed commissioners, protected from political pressure, are 
free to act in accordance with principles of strict justice; elected com- 
missioners may be supersensitive to the demands of uninformed 
voters as well as subject to corruption of the electorate by private 
interests. 

Appointed commissioners are selected by the governor from 
a wide field of men whose personal qualifications are known to him; 
elected commissioners are often victors of contests decided by 
national or state political issues by virtue of being on a winning 
ticket voted “straight” by people who neither knew nor cared about 
their qualifications. 

Many of the most capable men are willing to be appointed to the 
office but are unwilling to spend the time and money on a political 
campaign personally distasteful to them. : 

Many people who know good reasons why a certain person 
should not hold the office will freely state those reasons in confidence 
to the governor but would shrink from divulging them to the public. 

The governor’s choice is tempered by legislative confirmation. 

The voters must decide between the two or three set béfore them 
by the politicians. 

We are much interested in the question of the proper 
kind of appointments to state commissions and the Inter- 
state Commerce Commission. We agree that, theoretically, 
the method of appointment of state commissioners by the 
governor, subject to the approval of the legislature, seems 
to assure better men serving on these bodies than if the 
selection is left to the voters—this largely for the reasons 
pointed out by Commissioner Allen—and, because this is 
true, we favor appointment rather than election. And yet 


we would venture to remark that theories do not always 
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—{inois Feat System — 


Comprising the Following Lines: 























Illinois Terminal Company 
Illinois Traction Inc. 
St. Louis Electric Terminal Railway Co. 


St. Louis, Troy and Eastern Railroad 
St. Louis & Illinois Belt Railway 


A Steam-Electric Railroad of 550 Miles 


Serving the heart of the Nation—a region of greatest traffic 
density— 






















Circling with an outer belt the vast expanse of East St. Louis, 
Granite City, Madison, Venice, Alton, Wood River, Roxana and 
the Industrial area east of the Mississippi river— 


Entering St. Louis over elevated structure and an independent 
rail bridge— 


Reaching out from St. Louis by main line steam and electrified 
rails to the important railroad centers of Alton, Wood River, 
Roxana, Peoria, Bloomington, Decatur, Danville, Springfield— 


Serving exclusively more than 200 industries and reaching 3500 
others through reciprocal switching arrangements. 


Having access to a score of coal mines in three Illinois districts, — 
Belleville, Central Illinois, Danville,—with an annual produc- 
tion of 5,000,000 tons. 


Having interchange with all railways. 


Traffic Department—1221 Locust St., St. Louis, Mo. 


H. G. Powell, General Traffic Manager; H. A. Tuohy, Freight Traffic Manager; W. H. Blair, General Freight Agent; 
J. A. Jefferis, General Freight Agent (Solicitation) 
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justify themselves in practice, and this is particularly true 
in this instance. 

We question whether the voters, in their wildest or most 
ignorant moments, could select worse men for commissioners 
than some who have been chosen by governors—men who 
knew nothing about the subjects with which they would 
have to deal ; men who knew very little about anything worth 
while; men chosen because they did this, that, or the other 
or promised to do this, that, or the other for the elected 
governor or the party with which he was affiliated. In 
lllinois, for instance, a member of the state commission that 
recently went out of office was a negro gambler. 

We do not mean, of course, that this sort of thing 
prevails generally, but it is possible. Not only is it possible, 
but it is a fact in many cases. Even on the Interstate Com- 
merce Commission men are often chosen who have had no 
training or experience that would fit them for the positions 
to which they are appointed. They are chosen by the 
President because they are recommended to him by senators 
or others who control patronage in the states from which 
it is desired to make the appointments. We admit that, 
usually, the men appointed to the Commission are men of 
high character and respectable attainments in general, but 
quite as usually they, nevertheless, have to get, at the public 
expense, while serving in the positions to which they are 
appointed, the education to fit them for their jobs. Thus 
much is certainly true of most state commissions and, with 
that at the top, there are varying degrees of the same sort of 
thing in the various states. It is a question how much worse 
some of the states might do if the matter were left to the 
voters. ‘ 

To take up Commissioner Allen’s arguments one by 
one: Appointed commissioners should be free from political 
pressure, but often they are not; often they are appointed 
for a specific political reason and the appointment implies 
a political promise—if, indeed, one is not actually made. 
Appointed commissioners should, of course, be selected by 
the governor from a wide field of men whose personal 
qualifications are know to him, but often they are not; they 
are selected in order to please this or that individual or 
faction in the party and frequently the governor knows little 
and cares less about their particular qualifications for the 
positions. It is true that many capable men are willing to 
be appointed but unwilling to spend the time and money 
on a political campaign, but it is quite as true that many 
men not fit for the office are able to persuade governors to 
appoint them where it would be impossible for them to be 
elected by the people. It is true that people who know good 
reasons why a certain person should not be appointed may 
whisper these reasons to the governor but would shrink 
from broadcasting them to the public; but the whisperings 
are usually of quite a different character—they are usuall- 
reasons why it would be “good party policy” to appoint 
this or that man, and it would never do to tell the public 
about them. The governor’s choice is tempered by legisla- 
tive confirmation, but our experience is that legislatures 
are even less to be trusted than governors. The voters are 
limited to a choice among the few submitted to them by the 
Politicians, but this is their own fault. They may, at any 
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time they wish, organize and elect whom they please, where 
the law permits that method of selection. 

In spite of all this, we favor the appointive method 
because, as we have said, it is theoretically the more sound, 
and where the theory is correct there is always hope that 
practice may be reformed. Our chief purpose, however, 
in what we are saying is to point again to the bad appoint- 
ments that are made and to urge the appointing powers in 
both state and nation to scrutinize more carefully the mate- 
rial submitted to them out of which to make commissioners. 


THE UNFICATION MUDDLE 

HE Commission now has pending before it the ap- 

plications of the Chesapeake and Ohio, the Baltimore 
and Ohio, the Wabash, and the Delaware and Hudson 
seeking approval of eastern railroad unification plans. 
Perusal of these applications indicates that the Com- 
mission will need all the wisdom imputed to Solomon 
to make even a start toward satisfaction of the conflict- 
ing pleas. 

Control of the Wheeling and Lake Erie, for exam- 
ple, is sought by the Chesapeake and Ohio and by the 
Wabash. The Reading and the Central of New Jersey 
are coveted by the Baltimore and Ohio and the Dela- 
ware and Hudson. The Western Maryland is an ex- 
ceedingly popular line. It is sought by the Baltimore 
and Ohio, the Wabash and the Delaware and Hudson. 
The Pittsburgh and West Virginia is also much sought 
after. Under the Chesapeake and Ohio and Baltimore 
and Ohio plans, it would be controlled by the Chesapeake 
and Ohio, the New York Central, and the Baltimore and 
Ohio. The Delaware and Hudson and the Wabash also 
ask for the Pittsburgh and West Virginia. The Dela- 
ware, Lackawanna and Western is sought by the Chesa- 
peake and Ohio and the Delaware and Hudson. The 
Wabash would like to have a sixth interest in the D. L. 
& W. The Virginian is sought by the Chesapeake and 
Ohio and the Delaware and Hudson. The Buffalo, 
Rochester and Pittsburgh is named by the Delaware and 
Hudson in its plan, while the Baltimore and Ohio is 
actively seeking authority to obtain control of it. 

The large railroads in the east are watching each 
other like hawks with respect to unification plans and 
the acquisition of lines. Part of the battle that is going 
on is reflected in the application seeking approval of 
creation of large systems in the east. The railroads have 
the right, of course, to seek to protect their interests as 
they see them. It is the duty of the Commission, how- 
ever, to protect the public interest. It is no time for 
haste. The transportation service given by the railroads 
is meeting the demands of the times. There may be 
unifications and consolidations of railroads that should 
be effected, but the Commission should be reasonably 
certain that they should be permitted before putting its 
stamp of approval on them. 


FINAL VALUATIONS 


Valuation No. 621. San Luis Central, opinion No. B-737, 26 
Val. 109-23. Final value for rate-making purposes of the property 
owned and used for common carrier purposes, found to be $150,000, 
as of June 30, 1919. 
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COMMISSION APPOINTMENTS 
The Trafic World Washington Bureau 


The terms of Commissioners Eastman and Taylor expire 
with this year. Each is ready to accept reappointment at the 
hands of President Hoover. Some of the friends of each have 
already advised the President that, in their opinion, he would 
do well for the country and, therefore, for himself were he to 
send their names to the Senate for its advice and consent. 

A. J. Maxwell, revenue commissioner of North Carolina 
and a former member of its regulating commission, and O. L. 
Bunn, a traffic attorney of Birmingham, Ala., have been put into 
competition for Commissioner Taylor’s place. Mr. Bunn’s 
friends have asked for support for him on the theory that Com- 
missioner Taylor would not accept a full term of seven years. 
President Coolidge appointed him, in 1925, to fill an unexpired 
term. 

Commissioner Taylor, however, has told everyone interested 
that he would greatly appreciate appointment for a full term. 
He believes he comes within the category indicated by the 
former President, who, in a recent magazine article, said: 


. + . One of the most perplexing and at the same time most 
inportant functions of the President is the making of appointments. 
In some few cases he acts alone, but usually they are made with 
the advice and consent of the Senate. It is the practice to consult 
senators of his own party before making an appointment from their 
respective states. In choosing persons for service over the whole or 
any considerable portion of a single state, it is customary to rely 
almost entirely on the party senators from that state for recom- 
mendations. It is not possible to find men who are perfect. Selection 
always has to be limited to human beings, whatever choice is made. 
It is, therefore, always possible to point out defects. The supposi- 
tion that no one should be appointed who has had experience in the 
field which he is to supervise is extremely detrimental to the public 
service. An interstate commerce commissioner is much better quali- 
fied if he knows something about transportation. .. 


SOUTHERN LEAGUE ACTION 


The board of directors of the Southern Traffic League has 
adopted a resolution recommending reorganization of the Inter- 
state Commerce Commission on a plan that is a modification of 
the Commission’s own plan, as introduced in the House in the 
Summers bill, the modifications being in line with the plan 
formulated and presented to the board by Joseph Donnell, of 
Tampa, Fla. (See Traffic World, September 14, p. 620.) The 
resolution approves the Commission’s proposal to delegate au- 
thority in cases to employes, byt suggests that at least one 
member of the Commission be required to participate in the 
vote on any case. It also suggests the enlargement of the 
Commission by the appointment of three additional commission- 
ers, these to have charge of “those Various statutes now being 
administered by the Commission which do not pertain to rate- 
making or finance functions.” The resolution, in full, is as 
follows: 





Whereas the functions and activities of the Interstate Commerce 
Commission are of far reaching and fundamental importance to the 
industrial and agricultural interests of the country; and 

Whereas the public interest demands. greater expedition in con- 
sideration and disposition of matters before the Commission; and 

Whereas such expedition cannot be made possible without sub- 
stantial changes in the statutory scheme of the Commission’s or- 
ganization; and 

Whereas numerous plans of reorganization have been presented 
— by competent authorities, including the Commission 
itself; an 

Whereas the Southern Traffic League has, with care, studied and 
debated the essential features involved in a number of such plans 
and has concluded that the one proposed by the Commission and now 
before Congress would, if changed in certain particulars, accomplish 
the desired results with greater certainty and advantage to the pub- 
lic interest, including that of the carriers; 

Now therefore be it resolved that the Southern Traffic League 
commits itself to endorsement of the so-called ‘‘Commission plan” 
with the following changes: 

(A) No power of decision and disposition shall be reposed in a 
single individual, either commissioner or employe, and not less than 
three persons-shall participate in any vote having the force of law; 

(B) At least one member of the Interstate Commerce Commission 
shall participate in any such vote; 

(C) Whomsoever may be designated by the Commission to par- 
ticipate in any such vote (other than a commissioner) shall, by the 
terms of the statute, be given a definite and suitable title such as 
either ‘“‘deputy commissioner’ or ‘‘sub-commissioner,’”’ thereby being 
distinguishable both in qualifications and compensation from other 
employes of the Commission. 

(D) There shall be created by statute three additional commis- 
sionerships, the places to be filled by presidential appointment with 
suitable provisions for filling subsequent vacancies. Such three ad- 
ditional commissioners shall have sole and exclusive jurisdiction re- 
garding administration of those various statutes now being admin- 
istered by the Commission which do not pertain to railroad rate- 
making or finance functions, but which more directly concern opera- 
tions such as matters arising under the safety appliance, hours of 
service, boiler inspection, ash pan, automatic train control, and other 
similar subject matters; and such three new commissioners shall not 
participate in the consideration or disposition of — other matters. 

Be it further resolved that counsel for the Southern Traffic 


League is directed to prepare for submission to both houses of Con- 
gress a proposed bill modeled after the “commission plan’ but 
with the changes herein above specified; and 

Be it further resolved that the legislative committee of the 
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Southern Traffic League be directed to engage in active advance. 
ment of such Southern Traffic League proposal before the appropriate 
committees of Congress and to engage in other proper activities with 
a veiw to assuring full and fair consideration of the proposal; ang 

Be it further resolved that such proposal be submitted to the 
National Industrial Traffic League and other territorial shippers’ or- 
ganizations with the direct appeal and advocacy of their support of 
the proposal; and 

Be it further resolved that copies hereof additionally be trans. 
mitted to members of the Interstate Commerce Commission, to the 
various state commissions, and to the various national railroad or. 
ganizations in the country. 


The board also considered a communication from J. E. Tijj. 
ford, chairman of the Southern Freight Association, with reg. 
erence to the position to be taken by the southern carriers on 
the proposed report in Western Class Rates, Docket 1700, Part 
2. In his communication, Mr. Tilford stated that the southern 
railroads “have determined to stand upon the principle that 
competitive rates should be established from southern manv. 
facturing points to Western Trunk Line territory, on commodi- 
ties produced and manufactured in the south, on a level no 
higher than is required to be established from Official territory,” 

In keeping with this expressed position, the governors of the 
southern league determined to file exceptions advocating the 
elimination of any differentials against the south in interterri- 
torial rates, and have asked interested members to get into 
touch with J. T. Ryan, chairman of the league’s interterritoria] 
rate committee. That committee held a meeting at Raleigh, 
N. C., September 13. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 7 
totaled 1,017,072 cars, according to the car service division of 
the American Railway Association. This was an increase of 
25,687 cars over the same week last year and an increase of 
27,273 cars over the same week two years ago. 

Due to the observance of Labor Day, however, the total for 
the week of September 7 was a reduction of 143,138 cars under 
the preceding week. 

Revenue freight loading the week ended September 7 and 
for the corresponding period of 1928 was reported as follows: 


Eastern district: Grain and grain products, 5,855 and 5,931; live 
stock, 2,432 and 2,518; coal, 35,1382 and 33,855; coke, 3,041 and 2,008; 
forest products, 3,956 and 3,875; ore, 6,235 and 4,289; merchandise, 
L. C. L., 62,818 and 61,497; miscellaneous, 99,036 and 99,495; total, 
1929, 218,505; 1928, 213,468; 1927, 209,261. 

Allegheny district: Grain and grain products, 3,069 and 2,786; 
live stock, 2,349 and 2,207; coal, 40,285 and 35,401; coke, 5,442 and 
5,182; forest products, 3,099 and 2,857; ore, 14,462 and 11,444; mer- 
chandise, L. C. L., 51,206 and 49,297; miscellaneous, 92,693 and 84,880; 
total 1939, 212,605; 1928, 194,054; 1927, 199,439. 

Pocahontas district: Grain and grain products, 249 and 193; live 
stock, 332 and 283; coal, 42,955 and 39,899; coke, 478 and 353; forest 
products, 1,648 and 1,387; ore, 82 and 103; merchandise, L. C. L 
6,602 and 6,581; miscellaneous, 6,904 and 6,134; total, 1929, 59,250; 1928, 
54,933; 1927, 61,264. 

Southern district: Grain and grain products, 3,534 and 3,388; 
live stock, 1,685 and 1,914; coal, 22,443 and 23,686; coke, 506 and 490; 
forest products, 19,533 and 17,421; ore, 909 and 984; merchandise, 
L. C. L., 38,158 and 37,207; miscellaneous, 55,028 and 46,392; total, 
1929, 141,796; 1928, 131,483; 1927, 148,317. 

Northwestern district: Grain and grain products, 15,158 and 
26,339; live stock, 7,359 and 7,113; coal, 5,793 and 6,624; coke, 1,836 
and 1,339; forest products, 14,205 and 14,123; ore, 41,271 and 39,810; 
merchandise, C. L., 29,4438 and 30,385; miscellaneous, 43,403 and 
42,335; total, 1929, 158,468; 1928, 168,068; 1927, 159,043. 

Central Western district: Grain and grain products, 12,563 and 

13,809; live stock, 9,814 and 11,373; coal, 10,981 and 11,842; coke, 272 
and 302; forest products, 10,026 and 10,268; ore, 3,623 and 3,474; mer- 
chandise, L. C. L., 31,279 and 30,934; miscellaneous, 65,676 and 66,871; 
total 1939, 144,234; 1928, 148,873; 1927, 135,657. 
Southwestern district: Grain and grain products, 5,297 and 5,427; 
live stock, 3,295 and 3,565; coal, 4,826 and 5,001; coke, 147 and 168; 
forest products, 8,166 and 8,312; ore, 604 and 471; merchandise, L. C. 
L., 15,046 and 15,009; miscellaneous, 44,833 and 42,554; total, 1929, 
82,214; 1928, 80,507; 1927, 76,818. 

Total, all roads: Grain and grain products, 45,725 and 57,873; 
live stock, 27,266 and 28,973; coal, 162,415 and 156,308; coke, 11,722 
and 9,842; forest products, 60,633 and 58,248; ore, 67,186 and 60,575; 
merchandise, L. C. L., 234,552 and 230,910; miscellaneous, 407,573 and 
388,661; total, 1929, 1,017,072; 1928, 991,385; 1927, 989,799. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 

Four weeks in January........... 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five weeks in March.............. 4,807,944 4,752,559 4,982,547 
Four weeks in April.............. 3,983,978 3,740,307 3,875,589 
Four weeks in May..............+: 4,205,709 4,005,155 4,108,472 
Five weeks in June..............+. 5,260,571 4,924,115 4,995,854 
Four weeks in July............... 4,153,220 3,944,041 3,913,761 
Five weeks in August..... sees eee 5,590,853 5,348,407 5,367,206 
Week of September 7............. 1,017,072 991,385 989,799 

ED ih wince wacaceswaes sclecan 36,358,083 34,745,060 35,791,806 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Current Topics in 
Washington 





It is time for the common citizen who 
believes in the multiplication table, the 
Constitution of the United States, and 
the book of common prayer to hunt a safe 
place of hiding. President Hoover, in 
substance, accuses a so-called propagandist 
of having stood the Geneva naval conference on its head so 
that its efforts came to naught. The President thinks that 
reprehensible. He learned about the work of the propagandist 
from a suit filed by the latter for pay alleged by him to be due 
from three large shipbuilding companies—$250,000. If such 
supermen are so common in the United States that one of them 
asks only $250,000 for overturning the great men of five great 
governments, the common man, it might be suggested, needs 
to find a cave in which to hide. 

It is funny, however, that there are men in Washington, 
particularly newspaper men, who were in daily touch with Frank 
B. Kellogg when he was Secretary of State who believe it was 
Hugh S. Gibson, head of the American delegation at Geneva, 
who, at the behest of Calvin Coolidge and Mr. Kellogg, made a 
speech that upset the apples at the popular Swiss resort. It’s 
funny, but they think President Hoover knows that fact as well 
as they do. They suspect he is averse, for reasons that should 
be obvious, to placing the responsibility for the failure of that 
conference on his predecessor in office. The propagandist, so- 
called, presumably did what he could to prevent the limitation 
of naval construction. His alleged employers went into the war- 
shipbuilding business because the government asked for bids 
on such ships. They desire to continue in the business, it is 
suspected, because the prices they received for the ships they 
built did not afford such a profit as to enable them to scrap 
their plants without the least regret. Putting the responsibility 
on the shipbuilders and their hired man, if he was such, may 
bring about popular enthusiasm and not cause too much resent- 
ment among the ardent Coolidge men. 

Woodrow Wilson, in 1913, made things easier for his tariff 
revision program by hurling his thunderbolts at the “insidious 
lobbyists’ who were doing all they possibly could to prevent 
cuts in tariff rates. The lobbyists of that day were as insig- 
nificant political warts as the horrendous propagandists of 
today. The chief one uncovered in 1913 was a former bridge- 
tender of Cleveland, O.—a man of the type familiar to every 
newspaper man who has ever written politics as a business; 
one of the sort who pretended easy familiarity with and irre- 
sistible power over public men of the first rank in addition to 
the power to deliver many counties in many states and whole 
states to those who were willing to pay the modest fees sug- 
gested by him. 

Wilson, the cloistered scholastic, in the eyes of many, could 
be forgiven if he believed the lobbyists he uncovered ever 
swayed one member of Congress. But Herbert Hoover, the man 
of affairs, whose activities have covered the earth! That seems 
too much to ask a sane man to believe. 

Yet the average human being believes in the superman 
endowed with almost unlimited powers of good or evil. The 
average “great detective” story or play has to have unbeliev- 
ably stupid characters in it to serve as a background for the 
superman. Undoubtedly, it is suggested, those who pack movie 
theaters when great mystery plays come to them, will be in- 
clined to believe the one propagandist who is suing for what 
he asserts is his due, stood the Geneva conference on its 
head. It is a much more fascinating thing than a picture rep- 
resenting Calvin Coolidge and Frank B. Kellogg doing that 
through the agency of Hugh S. Gibson, head of the American 
delegation thereat. 


Time for the 
Ordinary Citizen 
to Be Awestruck? 





The Loree suggestion for an eastern 
terminal system looks like a new idea. 
It is not safe, however, to. say that he 
originated it. So many things have 
been proposed that it is an invitation 
to disaster to assert that this, that, or 
the other thing is novel. The Baltimore & Ohio, in its plan, 
sets forth that it needs terminals in both the east and the west. 
The Loree idea is that there should be a whole terminal system 
open to all roads. At present, every system insists on funneling 
all the business it originates or receives from a carrier that 


Loree Contributes a 
New Thought in the 
Consolidation Matter 
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has had its maximum haul through its own terminals, no mat- 
ter how crowded they may be or how many bottle-necks it 
must pass through on its way from origin to destination. 

Adoption of the Loree idea might mean salvation for roads 
now so poor that even a “saucer funeral” would not assure 
funds enough for decent burial. For the benefit of those not 
having an intimate acquaintance with the colored brother in 
the real south, it might be explained that a saucer funeral is 
one by means of which the relatives of the “deceased” seek 
to raise funds for the burial expenses by having the undertaker 
solicit funds from the mourners who come to gaze on the face 
of the departed, by placing a saucer on his chest into which 
it is expected the sad ones will throw coins enough to pay the 
fee of the undertaker. 





Every now and then, in the course of a 


Help for the class rate revision, some real benefactor of 
Bewildered humanity steps forth. F. B. Townsend, director 

of traffic of the Minneapolis Traffic Association, 
Traffic Man seems to be entitled to a decoration. He has 


figured out the rates that would result were the 
Commission to adopt the recommendation of Examiners W. J. 
Koebel and Peter C. Paulson in No. 17000, part 2, Western Trunk 
Line Class Rates. His work is a document of 20 long pages 
of typewriting, seventeen of which are covered with figures. 
Naturally, his figures revolve around the Twin Cities. The 
compilation is for the benefit, primarily, of shippers at the 
metropolis of the near northwest. He calculated the rates for 
the five numbered classes and class A. The figures show in- 
creases that, fifteen years ago, would have caused a riot. How 
much times had changed since 1914 may be judged from the 
fact that it took the personal intervention of Woodrow Wilson 
in that year to persuade the Commission to allow a five per 
cent increase to the eastern railroads. 

Compare a five per cent increase with what Koebel and 
Paulson have proposed in this case. They propose increases 
in the first class rates, as follows: From Chicago to Twin Cities, 
from 98 to 125 cents; from Twin Cities to Chicago, from 91.5 
to 125; from Milwaukee to Twin Cities, from 98 to 116; from 
Twin Cities to Milwaukee, from 91.5 to 116; from St. Louis to 
Twin Cities, from 125 to 143; and from Twin Cities to St. Louis, 
from 96 to 143. Between Duluth and Twin Cities, from 63 to 
80 cents; from Chicago to Duluth, from 105.5 to 134, and from 
Duluth to Chicago, from 99 to 134. 

The compilation probably will be a big help to bewildered 
traffic men because, though every traffic man is supposed to 
know all things, everyone cannot carry in his head all the pres- 
ent rates, the mileages, and the proposed scale. Nor has every 
traffic man the clerical force needed to enable him to take a 
proposed report and, in a few days, dig out all the rates needed 
by his employers. 

Just how hazy are the notions as to the ability of a traffic 
man to answer questions offhand held, even by well-informed 
men, may be suggested by what one traffic man was put up 
against at his home one evening. Over the telephone one of 
his friends demanded to know what was the short line from 
Washington, D. C., to Akron, O., the time of departure of the 
train making the best time, and the fare over that short route. 
The traffic man said he knew practically nothing about pas- 
senger tariffs and that without them he could do nothing. 

“Why,” came an injured tone over the telephone wire, “I 
thought that was your business.” 





Judge Bourquin, of the federal district 

Three-Judge court = ee has written another chap- 
j ter in the litigation begun by the railroads 

a in an effort to enjoin rates prescribed by 
the Montana commission. It might well be called a chapter on 
the meaning of the statute requiring a federal district court 
to call a three-judge court when application was made to him, 
by railroads, for an injunction setting aside state-made rates. 

Judge Bourquin, when the railroads applied for relief, issued 
a restraining order. On motion of the Montana commission, he 
dismissed the railroad bill on the ground that it stated no cause 
of action in that there was no finding that the dfscrimination 
caused by the state rates was unlawful or an unjust discrimi- 
nation against interstate commerce, or even an allegation that 
the discrimination was unlawful. He observed that, of course, 
any change ordered by a state body caused a change in the 
rate structure. 

Then the railroads went to Associate Justice Van Devanter, 
of the Supreme Court of the United States, and obtained an 
order. Judge Bourquin has not reinstated the restraining order, 
as it was supposed the order of the justice required. Judge 
Bourquin said the phraseology of the justice’s order left it 
doubtful whether it imported a command to the district judge 
to reinstate the restraining order, or whether the order granted 
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by the associate justice was itself a restraining order. Judge 
Bourquin said the language was appropriate to the former, but 
not the latter. Assuming that Justice Van Devanter intended 
to require reinstatement by the district judge, the latter asserts 
that “a justice of the Supreme Court has no authority to so 
order a district court in the instant, if in any circumstances.” 
Inasmuch as Judge Bourquin asserts there is no power in a 
justice to issue a reinstatement order, he assumes the justice 
himself issued a restraining order He suggests that the am- 
biguous phrasing of the Van Devanter order “is probably due 
to some counsel who prepared and presented it for signature 
more or less complacently given without particular scrutiny.” 

The matter came before Judge Bourquin on a motion to 
reinstate the dismissed restraining order. In his chapter on the 
intent of the statute requiring the assembling of a three-judge 
court, Judge Bourquin treated as untenable the contention that 
a motion to dismiss because no cause of action had been stated 
requiring the assembling of such a court. Pleas as to juris- 
diction, motions to dismiss for insufficiency of the complaint, or 
other motions incidental to the progress of the suit, he said, 
certainly were not within the meaning of the statute. He said 
the statute was enacted to remedy a well-known evil—namely, 
“that activities of sovereign states were too frequently enjoined 
by a single judge too prone to sign on the dotted line upon 
the request of public utilities.” The procedural motions, he 
asserted, were not included in the statute. Leading up to his 
denial of the motion to reinstate the order and call a three- 
judge court, Judge Bourquin said: 


It would be anomalous indeed, if however insufficient in fact is 
the complaint, the judge must ignore the fatal defect and at once 
call hither, say, Chief Justice Taft and Judge Hand for they could 
be and the statute implies a duty to come, to hear the application 
for an injunction. Sheer futility as well as absurdity, for the three- 
judge court could only deny the application and adjourn. The statute 
will not reasonably bear any such absurd construction. It is clearly 
the duty of the court, a single judge sitting, to determine, whether 
the complaint states a cause of action, will support an injunction, 
before he calls distant and busy judges to grant one. And in this is 
no contravention of the cases cited. 

“Ag the suit is dismissed, there is nothing upon which this court 
can predicate a call to other judges, as in said order suggested. 

“Sec, 380 contemplates a call in a suit pending, only. * * * This 
suit is not pending. Presently it is as dead as Julius Cesar.”—A. E. H. 


TO STUDY TRAFFIC MANAGEMENT 


(From Domestic Commerce, published by the U. S. Department of 
Commerce) 

Subcommittees are reported being set up by the committee 
on education and research of the Associated Traffic Clubs of 
America to study the material printed and distributed by indi- 
vidual traffic clubs throughout the country and to survey the 
past development, present status, and future requirements of 
traffic education. 

A classified list of printed materials published by traffic 
clubs is to be prepared and the subcommittee will study the 
editorial methods followed in their preparation and the cost 
data based upon various-sized orders. The methods used will 
be constructively criticized and the costs and the results ob- 
tained compared. The best examples of the different clubs will 
be disseminated among member clubs and recommendations 
offered for their assistance. 

The traffic management educational survey will be limited 
to education designed to cover the strictly business or traffic 
phases of the subject. Among the subjects the subcommittee 
is being asked to investigate and report upon are the extent, 
character and suitability of transportation and traffic training; 
the subject matter that should be embraced in traffic courses; 
the nature of training materials required:and the adequacy of 
those available, and the possibility of tying traffic management 
study with actual practice. For the benefit of employers, 
capable traffic managers, and the traffic profession, a measure 
of efficiency in traffic management will be worked out and 
general recommendations will be offered to educational institu- 
tions for the improvement of traffic management education. 


TRAFFIC MANAGEMENT SURVEY 


The findings in the industrial traffic management survey, 
which the transportation division of the bureau of foreign and 
domestic commerce of the Department of Commerce has been 
conducting at the suggestion of the Associated Traffic Clubs 
of America in cooperation with the domestic commerce division, 
are being summarized for publication. 

“It is believed that the results of this survey will be of 
interest and value to every firm with traffic management prob- 
lems,” says the transportation division. 

“As it probably will be a matter of several months before 
the bulletin will be issued, individual requests would be prema- 
ture at this time. The transportation division, however, will 
be glad to receive in advance of printing a notice of the probable 
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requirements of trade and commercial associations which pl 
to supply them to their membership. Some indication of the 
probable demand for this study will enable meeting the requi : 
ments of more associations on the first printing. ” 

“The bulletin will be furnished at a nominal figure but 
the exact amount cannot be stated until the cost of printin 
is determined. As soon as the report is available for distrib. 
tion the fact will be announced in Domestic Commerce.” ; 

The survey has brought out that, although the checking of 
transportation items on invoices is a less obviously important 
traffic department function, it is sometimes more profitable than 
the auditing of transportation bills themselves, says the division 

One department store chain reports a saving of over $18,000 
directly attributable to the auditing of transportation items on 
invoices, representing an average saving of over 3 cents on each 
of half a million invoices, whereas their total saving from over- 
charge claims on freight bills filed and paid by carriers during 
the same period amounted to less than $4,000. Both of these 
recoveries resulted in spite of exhaustive efforts on the part 
of the chain’s traffic department to prevent such errors. 


SKID SAVINGS REPORTED 


By the use of skid platforms and lift trucks a westerp 
railway is reported to have reduced the labor payroll in its 
storekeepers’ department by over $15,000 a month, according 
to the transportation division of the Department of Commerce 

“An analysis disclosed a reduction in handling brake shoes 
from 175 manual operations to 7 and in handling brake beams 
from 200 operations to 10,” the division continues in the depart. 
ment bulletin, Domestic Commerce. 

“An automobile manufacturing company reported that their 
old method of unloading a car of crank shafts required eight 
men seven and one-half hours at a cost of $24. They found that 
by means of skid platforms and lift trucks one driver and one 
helper could unload a car in 45 minutes at a cost of $0.98. 

“A western firm last year gave away to its customers 4,000 
skids, at an approximate cost of $10,000, knowing that the use 
of these skids by its customers would save it more than this 
in the stevedore payroll. 

“A paper company reports that loading a 50-foot box car 
of paper, which formerly took seven men three hours, can be 
accomplished on skids by two men in 45 minutes, representing 
a labor saving of 93 per cent.” 


THE NATIONAL FREIGHT COMPANY 


Editor The Traffic World: 

We refer to the September 14 issue of ‘the Traffic World, 
page 636, under heading “National Freight Company.” 

Evidently someone has been giving you incorrect informa- 
tion as to the method of operation of the National Freight Com- 
pany. Paragraph reading as follows: 

The National Freight Company is expected to solicit freight for 


forwarding in containers over the Pennsylvania and that it will route 
as little freight as possible over the lines of the New York Central. 


We wish to advise you that the National Freight Company 
will use the facilities of the Pennsylvania Railroad in operating 
its business and the remarks that it will route as little business 
over the lines of the New York Central is erroneous. This 
company proposes to work in harmony with all railroads and 
those furnishing the necessary requirements in handling the 
less-than-carload business will receive the company’s patronage. 

We would very much like to have you correct the impres- 
sion created that we propose to operate solely over the Penn- 
sylvania Railroad. 

The National Freight Company, 
C. E. Strohm, President. 
New York, N. Y., Sept. 18, 1929. 


NATIONAL ACQUIRES JUDSON 

E. C. Strohm, president of the National Freight Company 
which was recently formed by the Pennroad corporation, affili- 
ate of the Pennsylvania Railroad, announced September 19 
the acquisition of the Judson Freight Forwarding Company. 
G. W. Sheldon & Co. recently was acquired by National Freight. 
The Judson organization has been in operation for almost forty 
years. It has general offices in Chicago and branch offices in 
26 cities. It has representation in Canada and Europe and 
on the Pacific coast interchanges freight with the Orient. Its 
organization and personnel will be maintained, it is stated. 


NUMBER OF RAIL EMPLOYES 
Class I railroads the middle of July had 1,744,586 employes, 
according to compilations made from carrier reports by the 
Bureau of Statistics of the Commission. This was an increase 
of ninety-two hundredths of one per cent as compared with July, 
1928, and a decrease of 4,32 per cent as compared with July, 1927. 
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Decisions of Interstate Commerce Commission 





CANNED FRUITS AND VEGETABLES 


On a finding of unreasonableness, the Commission, by 
jivision 3, in No. 20086, Sumter Packing Co. vs. A. C. L. et al., 
has ordered a revision of rates on canned fruits and vegetables 
fom South Carolina origin points to points in the middle west 
on or before November 25. Some of the rates assailed were 
fund not unreasonable and reparation was awarded on certain 
shipments. Fourth section relief was denied. 

Complainant alleged that the rates on fruits and vegetables, 
in metal cans, in boxes or barrels, referred to as canned goods, 
in carloads and less than carloads, from Sumter, Manning, Sum- 
nerton, and Greeleyville, S. C., to certain destinations in Kansas, 
Kentucky, Illinois, Iowa, Indiana, Missouri, Nebraska, Ohio, 
Wisconsin, and Tennessee, had been and were unreasonable, 
yuduly prejudicial to the origin points named and unduly 
preferential of producing and shipping points in Florida, Georgia, 
the Carolinas, Mississippi, and Louisiana, unduly perjudicial to 
certain destinations in Kansas and Missouri and unduly 
prefenential of certain destinations in Arkansas and Oklahoma, 
and in violation of the long-and-short-haul provisions of section 
{of the act. The findings, except that awarding reparation, 
follow : 


That the carload rates assailed to Atchison, Concordia, Fort 
Scott, Lawrence, Leavenworth, Pittshurg, Topeka and Ottawa, Kans., 
and Carthage, Clinton, Joplin and Springfield, Mo., were not un- 
reasonable in the past, but are and for the future will be unrea- 
sonable to the extent that they exceed or may exceed the rates on 
canned goods prescribed in the Consolidated Southwestern Cases, 
for movement between these ints. 

That the carload rates assailed to Independence and Salina, Kans., 
Chillicothe, Kansas City, Moberly, St. Joseph, St. Louis and Sedalia, 
Mo, Council Bluffs, Iowa; Grand Island, Hastings, Lincoln, Nebraska 
City, Omaha, South Omaha and Ottawa, Neb., Belleville and Peoria, 
l., and Milwaukee, Wis., were not and are not unreasonable. 

That the carload rates assailed to East Chicago, Gary, Ham- 
mond, Indianapolis, Indiana Harbor, LaFayette and Whiting, Ind.; 
Chicago, Chicago Heights, Decatur, Joliet, Kankakee and South 
Chicago, Ill., and Columbus, East Columbus and South Columbus, 
VUhio, Were not unreasonable in the past, but are and for the future 
will be unreasonable to the extent that they exceed or may exceed 
the class 7 K-2 scale of rates to the Virginia cities and the Ohio 
River crossings with the Q-I scale of differentials added beyond, as 
prescribed in the Southern Class Rate Investigation, for movement 
between these points. 

That the carload rates assailed to Nashville and Memphis, Tenn., 

Cairo, Ill, Henderson, Lexington, Louisville, Owensboro and Pa- 
duceah, Ky., Evansville, Jeffersonville and New Albany, Ind., and Cin- 
cinnati, Ohio, were not unreasonable in the past, but are and for 
the future will be unreasonable to the extent that they exceed or 
may exceed the class 7 K-2 scale of rates as prescribed in the South- 
em Class Rate Investigation. 
_ That the carload rates assailed to Winfield, Wichita and Emporia, 
Kans., were, are, and for the future will be unreasonable to the 
extent that they exceeded, exceed, or may exceed $1.04, $1.04, and 
cents, respectively. 

That the less-than-carload rates assailed were not and are not 
unreasonable except that prior to February 1, 1929, the less-than- 
carload rates on vegetables, in metal cans in boxes or barrels, in 
southern territory, were unreasonable to the extent that they ex- 
ceeded the contemporaneous fourth-class rates on like traffic from 
and to the same points. 


NEW ENGLAND CLASS RATES 


The Commission, by division 3, in No. 21320, Freight Traffic 
Department, Concord Chamber of Commerce, vs. Boston & Maine, 
and cases grouped therewith, has found unreasonable class rates 
between Concord and Manchester, N. H., on the one hand, and 
Boston, Mass., on the other, and awarded reparation. It has 
also found unreasonable class rates between other points in 
New England Zone A territory and has prescribed rates for the 
future to be made effective on or before November 20. The 
report also embraces No. 21617, Consolidated Rendering Co. 
vs. B. & M.; No. 22104, Loose-Wiles Biscuit Co. vs. Same; No. 
21320, Sub. No. 1, International Shoe Co. vs. Same, and No. 
21320, Sub. No. 2, New England Traffic League et al. vs. B. & M. 
et al, 

It was alleged that class rates and rates made percentages 
of class rates charged on shipments of sundry commodities 

tween Concord, N. H., and Boston, Mass., and between Man- 
chester, N. H., and Boston had been and were unreasonable, 
wduly preferential and prejudicial, and that class rates betwen 
sindry other points in New England Zone A territory were un- 
feasonable and unduly preferential and prejudicial. The Com- 
Mission said the record disclosed substantially no evidence of 
Mdue preference or prejudice and that that allegation would 
lot be further discussed. 

The Commission said that in Proposed Increases in New 





England, 49 I. C. C. 421, referred to as the New England case, 
the New England roads were divided into class A lines and 
class B lines. Two distance scales of rates were prescribed, one 
for application over class A lines, called scale A, and the other, 
10 per cent higher, called scale B, for application over class B 
lines. It was further found that where a haul was partly over 
a class B line, scale B should be applied. The Commission said 
that when the carriers undertook to establish these rates, it 
was disclosed that in numerous instances the short-line dis- 
tances between points on class A lines were partly over class B 
lines, and that rates resulting from the application of scale B 
to such short-line distances would be somewhat higher than 
rates made by the application of scale A over longer routes 
wholly over class A lines. In such cases, the carriers adopted 
the higher rates, and the rates complained of were those so 
made, as altered by the general changes, according to the re- 
port. The Commission said that the rates assailed were higher 
than those generally applied to the same classes for equivalent 
distances over class A lines in New England was manifest. 

Defendants, in justification of the rates complained of, said 
the report, urged that they were made on short-line distances. 
The Commission said a similar situation was considered by it 
in Gulf Refining Co. vs. B. & A., 104 I. C. C. 165. In that case 
the Commission said short-line distances should determine the 
rates where the class A scale applied and likewise where the 
class B scale applied, but that where the routes between par- 
ticular points were in part class A and in part class B, then 
the route which made the lowest rate should determine the rate 
between those points, and that this was in no sense inconsistent 
with the principle that underlay the use of short-line distances, 
but was rather a logical extension of that principle. The Com- 
mission then said there was nothing in the present record that 
warranted a departure from the conclusions stated in Gulf case, 
but that some limitation should be made upon the degree of 
circuity of routes over which the carriers. were to be required 
to establish the short-line rates. 

The Commission found that the rates assailed between 
Concord and Manchester on the one hand and Boston on the 
other had been, were and for the future would be unreasonable 
to the extent that they had exceeded, exceeded or might exceed 
rates made by the application of scale A to the shortest distance 
between the points computed wholly over class A lines, and 
awarded reparation. It found also that class rates between 
points in New England class A territory, as the same was 
defined in the New England case, the shortest routes between 
which were wholly or partly over class B lines, as defined in 
that case, were and for the future would be unreasonable to 
the extent they exceeded or might exceed rates made by the 
application of scale A to the shortest distances between such 
points computed wholly over class A lines, except where rates 
so made would be higher than rates which would result from 
the application of scale B to the distances over the shortest 
routes between such points, in which event the latter rates 
should be observed as maxima. 

The Commission said that nothing in the foregoing finding 
should be construed as prohibiting defendants from restricting 
the application of the rates herein found reasonable to one or 
more reasonable and not unduly circuitous routes between the 
points described. 


BALED PAPER ROUTING 


In three complaints requiring construction of the inter- 
mediate application rule disposed of in a report, written by 
Commissioner Farrell, in No. 20335, Mid-west Box Co. vs. 
Michigan Central et al., opinion No. 14877, 156 I. C. C. 719-23, 
the Commission, by division 5, in the matter of shipments of 
baled waste paper from Chicago, Ill., to Kokomo and La Fayette, 
Ind., held with the shippers in some instances and with the 
carriers in the others. The complaints alleged the ‘rates 
assessed were illegal because in contravention of section 6 of 
the interstate commerce act. 

The rates assailed were found applicable to the extent 
they were applied to shipments over routes which included the 
Michigan Central and the Chicago, Indianapolis & Louisville as 
initial line-haul carriers. They were found inapplicable to 
the extent they were applied to such transportation over routes 
which included the New York, Chicago & St. Louis as the initial 
line-haul carrier. 

The shipments in question were made between June, 1923, 
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and October, 1924, in so far as those in the title case were con- 
cerned. The report also covers two sub-numbers, LaFayette 
Box Board & Paper Co. vs. C. I. & L. et al., and Continental 
Paper Co. vs. Michigan Central et al. The shipments in the 
sub-numbers were made in various periods in 1923 and 1924. 

Complainants contended that they were entitled, under the 
intermediate rule, to the benefit of an 8-cent rate carried in a 
Boyd tariff, from Chicago to Peoria, Ill. The rates assessed 
ranged from 15 to 17 cents. For several years prior to the filing 
of informal complaints, Mr. Farrell said, the rates assailed were 
collected without objection by the shippers. The carriers, he 
said, never construed the Boyd tariff carrying the 8-cent rate 
between points in Illinois territory, as applicable on shipments 
to the Central Freight Association destinations involved. The 
question presented in these cases, he said, was similar to the 
one in American Asphalt Roof Corporation vs. Santa Fe, 156 
I. C. C. 147, decided July 2. 

In the tariff in which the 8-cent rate was shown Chicago 
was listed as a station on the Nickel Plate with instructions to 
route over the Nickel Plate via Argos, and Peoria was shown as 
a station on the Lake Erie & Western division of the Nickel 
Plate. Thereby the intermediate rule shown in the Boyd tariff 
was brought into play on the shipments to Kokomo and 
La Fayette, two points outside of the territory for which Boyd 
published tariffs. 

Reparation was awarded in the title case and Sub.-No. 2 
on account of that peculiarity in respect of the tariff publication 
in relation to the Nickel Plate. Sub.-No. 1 was dismissed. 


COMMISSION REPORTS 


Imported Coal and Coke 


No. 21309, Christian Feigenspan, a corporation, vs. Erie. By 
division 3. Shipments of imported anthracite coal and coke 
from Weehawken, N. J., to East Orange, N. J., found to be import 
traffic subject to the jurisdiction of the Commission. Assailed 
rates thereon found unreasonable to the extent that they ex- 
ceeded 85 cents per long ton on the coal and per net ton on the 
coke. Complainant entitled to reparation. 


Oil Well Machinery 


No. 21137, Star Drilling Machine Co. vs. L. & N. et al. By 
division 3. Reparation of $121.80, with interest, awarded on 
finding of inapplicability as to rate charged on carload of well 
drilling machinery and equipment from Beattyville, Ky., to 
Akron, O. Class L rate of 35.5 cents, minimum 26,880 pounds, 
applicable to Cincinnati; fifth class rate of 27 cents on machinery 
and machines, minimum 26,880 pounds, applicable from Cincin- 
nati to Akron. 

Linseed Oil 


No. 20766, Fredonia Linseed Oil Works Co. vs, Missouri 
Pacific et al. By division 3. Rate on linseed oil, Fredonia, 
Kan., to Memphis, Tenn., over the Missouri Pacific route on and 
after July 1, 1927, was not and is not unreasonable; that the 
rates assailed over the same route prior to that date were un- 
reasonable to the extent that they exceeded the present rate 
of 43 cents; and that the rates assailed over the Frisco route 
were, are and for the future will be unreasonable to the extent 
that they exceeded, exceed or may exceed 40 cents. Complain- 
ant entitled to reparation. Order for future effective on or be- 
fore November 25. 

Excelsior 

No. 20505, Hallsboro Manufacturing Co. et al. vs. A. C. L. 
et al. By division 3. Rates on excelsior from Hallsboro, Nor- 
folk, Portsmouth, Richmond, Petersburg, Ashland, and Jarratt, 
Va., to Louisville, Ky., St, Louis, Mo., and Cincinnati, Cleveland, 
and Columbus, O., not unjustly discriminatory or unduly preju- 
dicial but are and for the future will be unreasonable to the 
extent that they exceed or May exceed 27.5 per cent of the 
contemporaneous first class rates from the points of origin to 
the destinations here concerned. Order for the future effective 
on or before November 25. 


Switching at E. St. Louis 


I. and S. No. 3225, restriction in absorption of switching 
charges of Alton & Southern. By division 3. Finding of non- 
justification as to proposal of Louisville & Nashville, to reduce 
its absorption of the Alton & Southern’s switching charge of 
$4.95 per car for transfer of traffic from the trunk-line carriers 
serving the East St. Louis, Ill., switching district to the L. & N. 
at a point within the same switching district, from $4.95 to 
$3.15 per car, and also to provide that where the switching 
charge of the Alton & Southern, the protestant, exceeded $3.15 
per car that the interchange of this traffic would not be effected 
through protestant’s line. Suspended schedules ordered can- 
celed and proceeding discontinued. Commissioner Woodlock 
dissented. 
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Railroad Ties 


No. 21601, Arkansas Tie & Timber Co. vs. St. Louis-San 
Francisco. By division 3. Reparation of $112.50, with interes 
awarded on finding rate on two carloads of hewn white-oak rai. 
road ties, Osborne, .Ark., to Pittsburg, Kan., unreasonable to 
the extent it exceeded 17 cents. 


Cordwood 


No. 21709, Carrollton Excelsior & Fuel Co., Ltd., vs. New 
Orleans & Northeastern. By division 3. Complaint dismisgeq 
on finding not unreasonable, unjustly discriminatory, or unduly 
prejudicial rate on slab cordwood and excelsior wood, Sanders. 
ville, Miss., to New Orleans, La. 

Lumber 


No. 21790, Warren Lanib Lumber Co. vs. C. B. & Q. et al, 
By division 3. Complainant entitled to reparation on finding 
of inapplicability as to rates charged On numerous carloads of 
lumber and articles taking lumber rates, Rapid City, S. D,, to 
destinations in official territory. Applicable rates were and are 
those constructed by use of the combination rule in Jones’ 
L ©. ¢..U.. 8. 2. 1. 

Baskets and Hampers 


No. 20449, Walter Verhalen Co. et al. vs. Santa Fe et al. 
By division 5. Rates on fruit and vegetable baskets and ham. 
pers, carloads, from points in transcontinental groups E and F 
to California destinations unreasonable. Record in instant case 
warrants findings in conformity with those made in Cummer 
Mfg. Co. vs. A. T. & S. F., 152 I. C. C. 601. Rates from Texas 
points of origin in westbound transcontinental rate group F to 
the California destinations here concerned are, and for the 
future will be, unreasonable to the extent they exceed or may 
exceed the rates hereinafter specified to the following points, 
as representative: To points in southern California, such as 
Brawley, Bernice, Blythe, Thermal, Indio, Coachella and Calex. 
ico, $1.63; to Bakersfield and points in the vicinity thereof, 
$1.76; to Stockton and points adjacent thereto, $1.93; and to 
points north of Stockton in the Sacramento Valley, including 
Newcastle, $2; carload minimum 16,000 pounds, subject to rule 
34 of the consolidated classification. From Arkansas points of 
origin situated in westbound transcontinental rate group EK, the 
rates assailed are and for the future will be unreasonable, to 
the extent that they exceed or may exceed the rates herein- 
above found reasonable from points in group F to the destina- 
tion territory herein described by more than the differentials 
at present in effect on the commodities named between these 
respective origin groups. The order for the future is effective 
on or before November 25. 

Desiccated Cocoanut 

No. 20978, Charles Dennery, Inc., vs. Houston & Texas Cen- 
tral et al., embracing also a sub-number, Same vs. Same. By 
division 3. Rate charged on imported prepared desiccated cocoa- 
nut, Galveston, Tex., to Dallas, Tex., not unreasonable. Rate 
on like traffic from New Orleans, La., to Dallas, Tex., unrea- 
sonable to the extent it exceeded 84 cents. Complainant en- 
titled to reparation. Commissioner Taylor dissented. 


Saddle Trees, Etc. 


No. 21813, Edward Flor Co. vs. M.-K.-T. et al. By division 
3. Complaint dismissed. Carload of saddle trees, saddlery 
hardware, wooden patterns, paper patterns, and “iron forms,” 
Jefferson City, Mo., to Demorest, Ga., found undercharged. Com- 
mission said it made no suggestion as to the collection of the 
undercharges, as such collection was now barred by the statute 
of limitations. 

Fresh Apples 

No. 21555, Phil Erb Co. vs. St. Louis-San Francisco. By 
division 3. Reparation of $29.31, with interest, awarded on find- 
ing rate on fresh apples, Republic, Mo., to Memphis, Tenn., uD- 
reasonable to the extent it exceeded 38.5 cents. 


Floral Designs 
No. 21817, May Co. vs. Reading et al. By divsiion 3. Com- 
plaint dismissed. Charges collected on shipment of floral de 
signs, Philadelphia, Pa., to Cleveland, O., not unreasonable or 
otherwise unlawful. 
Corn 


No. 21595, Walcott & Lincoln, Inc., vs. Chicago & Alton. 
By division 3. Complaint dismissed. Rate charged on corn, Kat- 
sas City, Mo., to Chicago, Ill., which originated beyond and was 
stored in transit at Kansas City, found applicable. 

Lime 

No. 20837, United States Lime Products Corporation VS. 
Santa Fe et al. By division 3. Rates and minimum weights, 
lime and lime products, Sloan, Nev., to destinations in Caliofrnia, 
not unreasonable but unduly prejudicial to complainant and 
unduly preferential of shippers of such commodities in Arizona 
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and California to the extent they exceed or may exceed the 
rates from Putenney, Ariz., and the minimum weights from 
any lime and lime products shipping point in those states con- 
temporaneously maintained by the defendants on like traffic to 
all destinations on their lines in California. Undue prejudice 
to be removed not later than November 25. 


Live Poultry 


No. 21818, F. C. Pennington Produce Co. vs. Texas & Pacific 
etal. By division 3. Complaint dismissed. Rate on shipments 
of live poultry, carloads, various points in Texas to New Orleans, 
la, be found not unreasonable. 


Grapes 


No. 21586, Ciresi Fruit Co. et al. vs. C. & N. W. et al. By 
division 3. Rates charged on grapes, carloads, Paw Paw, Mich., 
to St. Paul, Minn., applicable but unreasonable to .the extent 
they exceeded 112 cents prior to Setpember 30, 1926, and 112.5 
cents thereafter. Reparation of $47.86 awarded. 


Train Control 


No. 13413 (Sub. No. 29-2), in the matter of automatic train- 
stop device alternating current, intermittent induction type of 
general Railway Signal Company on northern division of Chi- 
cago, Indianapolis & Louisville Railway. By division 6. After 
inspection and test, installations found to be in conformity with 
plans furnished by the carrier and approved, except that cer- 
tain features are brought to the carrier’s attention for further 
consideration and appropriate action. Total cost of completed 
installation reported as $311,528.86. 


LOS ANGELES TERMINALS 


The Commission, by division 4, in Finance No. 7517, peti- 
tion for permit to construct a terminal railway station at the 
plaza and civic center in the city of Los ‘Angeles, Calif., has 
ordered the applicant, Los Angeles Terminal Exchange, Inc., to 
show cause, in writing, within 60 days of September 9, why its 
application should not be dismissed. 

As reason for the order to show cause why an order of 
dismissal should not be entered, the Commission recites the 
facts about the proceedings in connection with No. 14778, Los 
Angeles Passenger Terminal Cases, 142 I. C. C. 489, wherein 
itauthorized the Los Angeles & Salt Lake, Southern Pacific and 
the Santa Fe to construct and to abandon tracks in connection 
with the operation of a proposed passenger terminal, as proposed 
by the city of Los Angeles. It pointed out that that matter 
was now in the Supreme Court of the United States in Inter- 
state Commerce Commission vs. United States ex rel. City of 
Los Angeles. It described that case in the court as a,.proceed- 
ing for the determination of the question of the Commission’s 
jurisdiction to require the construction and operation of a union 
passenger station with the terminal facilities incidental thereto. 
The Commission said that it appeared that the facilities in 
contemplation in the instant application and those covered by 
the certificate and order now before the court were substantially 
similar in purpose and character. Therefore, it posed the ques- 
tion whether this application should not be dismissed, to which 
the applicant is required to make answer. 


COMMISSION-RATE REPARATION 


Attorneys for the carriers in No. 19516, Arizona Corporation 
Commission et al. vs. Santa Fe et al. and the cases joined 
therewith (see Traffic World, July 27, p. 219), have asked the 
Commission to modify its opinion and order with respect to 
teparation, on petroleum from California to destinations in 
Arizona and New Mexico, shipped prior to August 6, 1926. That 
is the case in which the Commission awarded reparation not- 
withstanding the fact that the rates charged were those, sub- 
lected to general revisions upward and downward, approved in 
Pacific Creamery Co, vs. S. P., 42 I. C. C. 93. That is to say, 
teparation was awarded on a condemnation of Commission-made 
or Commission-approved rates. 

In a brief in support of the petition for modification, J. R. 
Bell, G. H. Muckley, R. S. Outlaw, Platt Kent, James E. Lyons 
and A. Burton Mason contend that the interstate commerce act 
does not purport to confer jurisdiction upon the Commission to 
award reparation with respect to shipments which have moved 
on rates prescribed or approved as reasonable; that if it is so 
éonstrued it is unconstitutional because it operates to deprive 
the defendants of their property without due process of law, 
i contravention of the fifth amendment to the Constitution; 
and because it declares to be unlawful acts which were lawful 
at the time of their performance and thus conflicts with Article 
1, section 9, forbidding the passage of ex post facto laws. 

Irrespective of the. jurisdiction question, the attorneys 
assert, the proper exercise of the Commission’s discretion should 
'mpel it to deny reparation when it is shown that the rates in 
issue are rates conforming to a formal decision prescribing or 
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approving them. They said that while they had been unable to 
discover any case in which the precise question of the Com- 
mission’s jurisdiction in the circumstances here presented had 
been considered by the courts, there were Many cases in which 
the jurisdiction of state commissions under substantially similar 
circumstances had been reviewed. In every one of such cases, 
they said, the courts had held that the commissions had not 
power to award reparation in respect of rates which they 
themselves had approved or prescribed. Most of the cases 
arose in states in which the laws or constitutions required state 
commission approval of rates as a condition precedent to their 
application. 

However, the attorneys found two decisions of recent date 
in which the courts construed state statutes closely analogous 
to the interstate commerce act, according to the judgment of 
the attorneys, where there could be commission-rates and 
carrier-rates. The two cases cited by them are N. P. Ry. Co, 
vs. Department of Public Works (1925) 240 Pac. 262, and Young 
Heading Co. vs. Paine (1921) 89 So. Rep. 782, the former case 
arising in Washington and the latter in Mississippi. In both 
cases the courts held that the state statutes did not authorize 
those commissions to award reparation in respect of rates sub- 
mitted, approved, or permitted to go into effect. 

“In the instant case,” declares the brief, “the Commission’s 
declaration that the defendants violated the act by collecting, 
during the period prior to August 6, 1926, charges based on 
rates which it had previously prescribed or approved, is either 
a retroactive declaration in its quasi-legislative capacity, or a 
collateral reversal of its judicial pronouncement in the earlier 
case. Viewed in either aspect it constitutes a denial of due 
process of law. 

“The Commission should recognize and declare that carriers 
who obey its decisions and orders, and collect charges based 
upon the rates which it approves or prescribes, are entitled to be 
protected against liability for their observance of its pronounce- 
ments. It should not only be willing, but eager, to make plain 
that its formal decisions are to be relied upon with definite 
assurance that compliance therewith by the carriers will not 
subsequently be penalized through awards of damages.” 


COMMISSION ORDERS 


No. 16243, Indiana Coke & Gas Co. vs. Ahnapee & Western 
et al., and cases grouped therewith. The said order heretofore 
entered in these proceedings, on May 14, 1929, as amended by 
orders of July 19 and September 5, 1929, has been further mod- 
ified as follows: 


(1) So as to require the establishment, on or before October 25, 
1929, upon notice to this commission and to the general public by not 
less than 30 days’ filing and posting in the manner prescribed in 
section 6 of the interstate commerce act, specific rates on the basis 
prescribed in said order of May 14, 1929, only to such of the des- 
tinations covered by said order as are served by two or more car- 
riers or by two or more lines of the same carrier; and 

(2) So as to require the establishment, on or before December 
15, 1929, upon notice as aforesaid, specific rates on the basis prescribed 
in said order of May 14, 1929, to all other destinations covered by 
said order. 

No. 22444 (and Sub. 1), Northern Potato Traffic Association 
vs. Santa Fe et al. Leonard, Crosset & Riley, Inc., permitted 
to intervene. 

No. 22379, Southern Association of Stove Manufacturers et al. 
vs. Atlantic Coast Line et al. Quincy Freight Bureau permitted 
to intervene. 

No. 22373, National Brick Co. et al. vs. Santa Fe et al. II'i- 
nois Brick Co. permitted to intervene. 

No. 22458, Farmers’ Union Live Stock Commission vs. Bur- 
lington et al. Sioux City Traffic Bureau permitted to intervene. 

No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al., and No. 15900, Sub. 1, Tidewater Portland Ce- 
ment Co. vs. Aberdeen & Rockfish et al. Dann-Gerow Co., Inc., 
permitted to intervene. 

No. 22405, Omaha Live Stock Exchange et al. vs. Chicago 
& North Western et al. Sioux City Traffic Bureau permitted to 
intervene. 

Valuation No. 971, Union Terminal Ry. Co. (of St. Joseph, 
Mo.). Petition for rehearing filed by Union Terminal Railway 
(of St. Joseph, Mo.), denied. 

No. 18073, International Paper Co. vs. Alabama & Vicksburg 
et al., and No. 18074, Brown Paper Mill Co., Inc., et al. vs. Vicks- 
burg, Shreveport & Pacific et al. The order entered in these 
proceedings on March 25, 1929, which was by its terms made 
effective on June 17, 1929, and subsequently modified so as to 
become effective on October 21, 1929, upon not less than 30 
days’ notice, has been further modified so that it will become 
effective on December 5, 1929, upon not less than 30 days’ notice. 

No. 22510, Federal Foundry Co. vs. Alabama Great Southern 
et al. Alabama Iron & Steel Shippers’ Conference permitted to 
intervene. 

No. 19482, St. Louis Cotton Oil Co. et al. vs. Baltimore & 
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Ohio et al. The effective date of order entered in this .proceed- 
ing on July 22, 1929, has been postponed from October 15 to 
December 14, 1929. 

Finance No. 7685, application of Wabash for authority to 
acquire control of certain carriers. Chicago Association of Com- 
merce permitted to intervene. 

No. 20912 (Sub. 1), Chamber of Commerce of Fargo, N. D., 
vs. Alton & Eastern et al. Traffic Bureau, Chamber of Com- 
merce of Mitchell, S. D., and Board of Railroad Commissioners 
of State of South Dakota permitted to intervene. 

No. 15823, Duluth Chamber of Commerce vs. Chicago & 
North Western et al. The request of petition of defendants for 
postponement of effective date of that portion of order of July 
1, 1929, entered in this proceeding, which requires the Chicago 
& North Western to cease and desist from practicing the undue 
preference and prejudice found in said report to exist because 
of publication and maintenance by said Chicago & North West- 
ern of concentration arrangements on carload shipments of 
butter, eggs, and dressed poultry, from points in designated 
origin territory to Chicago and failure to publish and maintain 
similar arrangements upon carload shipments of same com- 
modities from points in said territory to Duluth, denied. 

No. 22458, Farmers’ Union Live Stock Commission vs. Bur- 
lington et al. John Morrell & Co., The Rath Packing Co., and 
T. M. Sinclair & Co., Ltd., permitted to intervene. ° 

No. 22405, Omaha Live Stock Exchange et al. vs. Chicago 
& North Western et al. Swift & Co., United Dressed Beef Co., 
J. J. Harrington & Co., Inc., New England Dressed Meat & 
Wool Co., Corkran, Hill & Co., Sturtevant & Haley Beef & Sup- 
ply Co., New York Veal & Mutton Co., Plankinton Packing Co., 
John Morrell & Co., The Rath Packing Co., and T. M. Sinclair 
& Co., Ltd., permitted to intervene. 

No. 22399, Cascade Timber Co. vs. Great Northern et al. 
National Pole & Treating Co. permitted to intervene. 

Finance No. 7439, application of Great Northern for certifi- 
cate to construct a line of railroad in Klamath county, Ore., 
and in Siskiyou and Modoc counties, Calif. Tacoma, Wash., 
Chamber of Commerce permitted to intervene. 

Finance No. 7707, application of Northern Pacific for cer- 
tificate to construct a branch line of railroad from Woodrow to 
Bloomfield, Mont. Great Northern permitted to intervene. 

Finance No. 7743, application of Great Northern for cer- 
tificate to construct a line of railroad in Dawson, McCone and 
Garfield counties, Mont., Commercial Club of Garfield county, 
Mont., and Great Falls Chamber of Commerce permitted to 
intervene. 

Finance No. 7440, application of Western Pacific for cer- 
tificate to construct a line of railroad in Plumas, Lassen and 
Modoc counties, Calif. Tacoma Chamber of Commerce per- 
mitted to intervene. F 


PETITIONS FOR REHEARING, ETC. 


No. 21525, Hammer Dry Plate Co. et al vs. Illinois Central 
et al. Hammer Dry Plate Co. and G. Cramer Dry Plate Co, ask 
for rehearing. 

No. 20044, Plunkett-Jarrell Grocer Co. et al. vs. Santa Fe 
et al. Complainants ask for modification of orders. 

No. 19594, transfer of freight within St. Louis and E. St. 
Louis by dray and truck for and on behalf of railroads, and 
I. and 8. 2934, and first supplemental, off-track station and con- 
structive receipt and delivery of freight at St. Louis, Mo., and 
E. St. Louis, lll. St. Louis Shippers’ Conference Association, 
protestant herein, has filed a supplemental petition asking for 
reargument and reconsideration upon record as made. 

No. 18979, Cascade Timber Co. vs. Santa Fe et al., and No. 
20539, Hammond Lumber Co. and/or E. G. Whipple (agent), vs. 
Southern Pacific et al. Defendants ask for rehearing and re- 
argument. 

No. 17031, Florence Chamber of Commerce vs. Louisville & 
Nashville et al. Southwestern carriers, defendants, ask for 
reopening of this proceeding and vacation of orders entered 
therein. 

No. 18366, Muscle Shoals Traffic Bureau vs. Abilene & 
Southern et al. Southwestern carriers, defendants, ask for 
reopening of these proceedings and vacation of order therein. 

No. 18846, Magnolia Petroleum Co. vs. Rock Island et al. 
Southwestern carriers, defendants, ask for reopening of these 
proceedings, and vacation of orders entered therein. 

No. 18655, Ozark Cider & Vinegar Co. et al. vs. Alabama & 
Vicksburg et al. Southwestern carriers, defendants, ask for 
reopening of this proceeding and vacation of order entered 
therein. 

No. 18914, Thompson Drug Co. vs. Beaumont, Sour Lake & 
Western et al. Southwestern carriers, defendants, ask for re- 
opening of this proceeding and vacation of order entered therein. 

No. 19602, Kelley, Weber & Co., Ltd., vs. Missouri Pacific 
et al. Southwestern carriers, defendants, ask for reopening of 
said proceedings and vacation of order entered therein. 
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I. and S. 3290, restriction in routing in connection with 
Georgia & Florida between Greenwood, S. C., and Augusta, Gag 
Respondents ask for preliminary argument and decision upon 
jurisdictional and other preliminary questions in advance of 
further proceedings. 

No. 16999, Commercial Club of Fargo, N. D., et al. vs. Santa 
Fe et al. Complainant asks for reopening for reargument before 
entire Commission and reconsideration solely upon denia] of 
reparation. 

No. 19516, Arizona Corporation Commission et al. vs. Santa 
Fe et al. Southern Pacific asks for modification of order respect. 
ing rates to Globe and Clifton branches. 

No. 19807, Alabama Packing Co. et al. vs. Alabama & Vicks. 
burg et al. Milwaukee and Chicago & North Western ask to be 
relieved from decision and order in this proceeding, 

No. 20253, Canton Railroad vs. Ann Arbor et al. Western 
Maryland asks for leave to amend petition for further hearing 
to take newly discovered evidence and/or a postponement of 
oral argument. 

No. 20462, Colonial Salt Co. vs. Chicago & Erie et al., and 
I. & S. 2976, salt from St. Louis, Mo., and related points to 
points in Texas. Defendants ask for postponement of effective 
date of its order heretofore entered in these proceedings for a 
period of sixty days from effective date, November 4, 1929, 

I. & S. 3337, sugar and class rates between points in south 
via barge and rail routes. Inland Waterways Corp., operating 
Mississippi-Warrior Service, respondent in this proceeding, asks 
for vacation of suspension order therein in so far as it suspends 
rates in Hough’s I. C. C. A-184, other than those to or from 
New Orleans, La., and Mobile, Ala., via Mobile, Holt and Bir- 
mingport, Ala. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7609, authorizing the Chicago & 
North Western Railway Co. to assume obligation and_ liability in 
respect of $8,775,000 of Chicago & North Western Railway Co. 
equipment trust certificates, consisting of 4,950,000 of series V, and 
3,825,000 of series W, to be issued by the United States Trust Co. 
of New York under equipment-trust agreements dated and to be dated 
January 6, 1927, and September 1, 1929, respectively; said certificates 
to be sold at not less than 94.297 per cent of par and accrued interest, 
and the proceeds used in connection with the procurement of certain 
equipment, approved. 

Report and certificate in F. D. No. 7703, authorizing the Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. to construct and operate 
a line of railroad in Lewis county, Wash. (from a connection with 
thé applicant’s existing line in the east central portion of section 
31, township 14 north, range 2 east, in a southeasterly and easterly 
direction to a connection with a line of the Cowlitz, Chehalis & Cas- 
cade Railway in the south central portion of section 32, township 
14 north, range 2 east, approximately 1 mile), approved. 

Report and certificate in F. D. No. 7776, authorizing the acquisi- 
tion by the Michigan Bell Telephone Co. of the properties of the 
Walled Lake Home Telephone Co., approved. 


FINANCE APPLICATIONS 


Finance No. 7830. Fairport, Painesville & Eastern Railroad Co. 
asks authority to issue and sell $512,000 of first mortgage 6 per cent 
gold bonds, series A, at not less than 94 per cent of the principal 
amount thereof plus accrued interest, to the Cleveland Trust Co., of 
Cleveland, O. Proceeds to be applied on cost of construction of ex- 
tension from Madison to Austinburg, O. 

Finance No. 6207. Supplemental application of Fairport, Paines- 
ville & Eastern Railroad Co. for authority to apply to the construc- 
tion of extension the unexpended balance of the proceeds of $800,000 
of first mortgage 6 per cent gold bonds, series A. 

Finance No. .7825, St. Louis-San Francisco Railway Co. asks au- 
thority to acquire control of the Miami Mineral Belt Railroad Com- 
pany by lease. The applicant now controls the Miami line by stock 


ownership. 

Finance No. 7826. Chicago & North Western Railway Co. asks 
authority to abandon its so-called Rib Falls Line in Marathon 
os: Wis., extending from Rib Falls Junction, a distance of about 
5 miles. 

Finance No. 7827. Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. asks authority to abandon its branch line between Emerald 
and Woodville, Wis., 9.59 miles. 

Finance No. 7823. Chicago, Indianapolis & Louisville Ry. Co. 
asks authority to issue nominally $1,637,000 of first and general mort- 
gage 5 per cent gold bonds, series A, in exchange for and cancella- 
tion of an equal amount of its unsold first and general mortgage 6 
per cent gold bonds, series B. 

Finance No. 7349. Second supplemental application of Genesee & 
Wyoming Railroad Co. for authority to renew a note of $400,000 to 
the Marine Trust Co. of Buffalo, and to repledge a like amount of 
5 per cent first mortgage gold bonds as collateral secured therefor. 
= a issue of the bonds has been authorized by the Com- 
mission. 

Finance No. 7018. The Long Island Railroad Co. asks for an 
amendment of the order in Finance No. 7018 authorizing the issuance 
of $5,889,750 par value of capital stock so as to limit the amount of 
stock to be issued to $5,883,750. 

Finance No. 7743. Second amended application of Great Northern 
Railway Co. for authority to construct and operate an extension 
from Richey to Winnett, Mont., 195 miles; to accept and acquire joint 
use of and to operate over the line of the Milwaukee between Winnett 
and Grass Range, 21 miles; and either to complete and operate its 
partially constructed line between Grass Range and Lewiston, 32 to 
37 miles, or to acquire joint use of and to operate over the existing 
line of the Milwaukee company between said points. Applicant “ae 
proposed extension will provide a second route from Great Falls an 
all points on the Great Falls-Billings and Great Falls-Helena- Butts 
lines of applicant through Lewiston to the Twin Cities, Duluth = 
eastern points, and a shorter and more direct route for much of og 
territory, and serve an agricultural region not now served adequately. 
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Proposed Reports in I. C. C. Cases 





CLAY AND KAOLIN REVISION 


A generally lowered level of rates on clay and kaolin, from 
pints of origin in the Carolinas and Georgia to destinations 
in central, trunk line and New England territories and on 
imported ball and china clay from north Atlantic ports to des- 
tinations in New Jersey, New York and New England, based 
on findings of unreasonableness and undue prejudice, has been 
recommended by Examiner Frank C. Weems, in No. 20482, R. T. 
vanderbilt Co., Inc., et al. vs. Atlantic Coast Line etal., and 
the cases joined with it. He recommends the making of rates 
in accordance with two scales with arbitraries over to destina- 
tions in New England and inflated rates from points of pro- 
duction on short lines in the south. All the findings of 
ynreasonableness and undue prejudice relate to the future. 
Therefore Weems recommends that all the prayers for reparation 
be denied. 

Complaints about the quality of the rates were made by 
producers and consumers of kaolin and clay, the latter being 
potters and makers of paper using clay as filler. The larger 
number were to the general effect that the carriers north of 
the gateways between the north and south maintained too high 
rates on the product of southern banks and gave a preference to 
the imported kaolin and clay brought in through northern ports. 
The complaints against the imported clay rates were No. 20409, 
International Paper Co. et al. vs. Baltimore & Ohio et al., and 
No. 20734, New Jersey Coated Paper Co. et al. vs. Pennsylvania 
etal. They, however, were not confined to the import rates. They 
also attacked the rates from the southern clay banks to the north. 
In the first mentioned of the two complaints involving import 
rates as well as the domestic rates, the assault was on china 
cay and in the other on ball and china clay. China clay and 
kaolin, Weems said, were often used interchangeably to describe 
the white or gray clays brought from China, kaolin, he explained, 
meaning merely “high hill.” While the through rates from the 
south to the north were assailed, the complaints, Weems said, 
were chiefly directed against the components north of the gate- 
ways. The southern railroads, yielding to the arguments of 
the southern producers, made low proportionals to the gateways 
and to southern ports, to enable their shippers to get into the 
northern markets, which, the southern producers asserted, were 
prejudiced against the tougher clays of the south. There were 
objections to testimony showing the relatively low character 
of the rates made by the southern carriers, but they were over- 
ruled. The low rates to the southern ports, Weems said, were 
made to help the southern producers ship over rail-water-and- 
rail routes to the north. 

Weems said that substantially all the complaining producers 
and receivers sought to have the uniform brick list prescribed 
in Brick and Clay Products in the South, 88 I. C. C. 543, ex- 
tended into the north. They claimed that the scale prescribed 
in that case was practically the same as that proposed by the 
southern carriers for application within the south and that the 
rates to the gateways were lower than the southern scale. 


The examiner, however, after pointing out that the South- 
em Brick case was an offshoot of the General Brick Case, 68 
LC. C. 213, in which for trunk line territory rates were made 
l§ per cent higher than for central territory, said the record 
fnished no convincing reason why the sort of clay or kaolin 
here considered should be regarded as necessarily falling within 
the list of articles constituting the uniform brick list. He said 
that the rates on the clays here considered were not directly 
involved in the General Brick Case. The railroads generally 
contended that the Southern Brick scale was too low and should 
not be extended into the north. 

“The evidence as a whole,” says the report, “is convincing 
that the rates from the southern producing points are unrea- 
sonable and unduly prejudicial, but it is none the less pérsuasive 
that the Southern Brick scale is not a fair measure of rates 
for the transportation of this clay and kaolin.” 

The basic New York-Chicago rate of $6.60 per net ton, pre- 
scribed in the General Brick case, suggested a basis for Weems. 
He pointed out that it was 132 per cent of the basic $5 rate 
Wescribed in the Southern Brick case and that the average of 
the rates in eastern trunk line was about 120 per cent of the 
‘olthern scale. And that is what he took as foundation for 
tis scale from the south to the north. 

“Rates shown in the scale in appendix C,” the scale recom- 
mended by him, said Weems, “made approximately 120 per cent 
of those under the Southern Brick scale for corresponding dis- 
‘ances and as extended beyond the maximum of 1,000 miles of 
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that scale appear to afford a reasonable maximum basis for 


application on this clay and kaolin from the southern producing 
points to central and eastern trunk line territories. To des- 
tinations in New England the differentials shown in appendix E 
added to the rates prescribed in appendix C for the total dis- 
tance would result in reasonable maxima to that territory.” 

For rates on imported clay and kaolin, the complainants 
sought, said Weems, the trunk line uniform brick list scale 
prescribed in the General Brick case, for such distances as did 
not exceed the maximum, 150 miles, of that scale, 12 cents per 
100 pounds, or $2.40 per net ton. For greater distances, he 
said, a group arrangement was sought, with $3.60 per ton, the 
rate from all ports to the western termini of trunk lines, also 
including Niagara Falls. 

Weems said that rates under the trunk line uniform brick 
scale extended where necessary at a rate of progression cor- 
responding to that of the Southern Brick scale and to include 
addition of a compensating amount reflecting the difference in 
quality and transportation characteristics as between articles 
in the uniform brick list and this imported product should afford 
° —— basis. Appendix D is his idea of a satisfactory 

asis. ; 

A summary of the findings in respect of rates on imported 
clays, in Nos. 20409 and 20734, is that the rates on imported 
ball and china clay, carloads, from north Atlantic ports to des- 
tinations in New Jersey, New York and New England were not 
unreasonable in the past, but will be unreasonable for the future, 
except from New York, N. Y., to Montclair and Ridgefield, N. J. 
As to the rates to Montclair and Ridgefield, the finding is that 
the rates were not and will not be unreasonable or unduly 
prejudicial. 

Weems recommended a differential, to accrue solely to the 
short lines, of 70 cents a ton from points of origin on the Macon, 
Dublin & Savannah and the Georgia & Florida in addition to 
their divisions. He recommended a differential of 36 cents per 
ton for the Black Mountain Railway and said that the Commis- 
sion should find, both as to domestic and import rates to Ticon- 
deroga, N. Y., that the scale rates should include deliveries on 
the Ticonderoga Railroad. 

The examiner said that under the scale proposed for use 
in making rates from the south to the north, a relatively few 
increases would result from stations on the short lines, chiefly 
to central and New England territories, in the event the short 
lines elected not to join other southern lines in an origin group 
arrangement. He said that his recommendations as to them 
were without prejudice to the making of such a group arrange- 
ment. 

This report also embraces No. 20225, Empire Floor and 
Wall Tile Co., Inc., vs. Carolina, Clinchfield & Ohio et al.; No. 
20409, International Paper Co. et al. vs. Baltimore & Ohio et al.; 
No. 20482 (Sub. No. 1), West Virginia Pulp and Paper Co. vs. 
Central of Georgia et al.; No. 20482 (Sub. No. 2), Harris Clay 
Co. vs. Atlantic Coast Line et al.; No. 20734, New Jersey Coated 
Paper Co. et al. vs. Pennsylvania et al.; No. 20850, St. Regis 
Paper Co. et al. vs. Ann Arbor et al.; No. 20929, Castanea Paper 
Co. et al. vs. Atlantic Coast Line et al.; No. 20930, International 
Paper Co. et al. vs. Ann Arbor et al.; No. 21347, D. M. Bare 
Paper Co. vs. Central of Georgia et al. 

The appendices recommended by the examiner follow: 


Appendix C 


Reasonable maximum rates prescribed in the report for applica- 
tion on clay and/or kaolin, minimum 50,000 pounds, from stations 
in North Carolina, South Carolina and Georgia to destinations in 


central and eastern trunkline territories. Rates in cents per net ton. 

Distance Rates Distance Rates 
260 miles and over 240...... 290 790 miles and over 760...... 550 
280 miles and over 260...... 300 820 miles and over 790...... 565 
300 miles and over 280...... 310 850 miles and over 820...... 575 
320 miles and over 300...... 325 880 miles and over 850...... 590 
340 miles and over 320...... 335 910 miles and over 880...... 600 
360 miles and over 340...... 350 940 miles and over 910...... 610 
380 miles and over 360...... 360 970 miles and over 940...... 625 
400 miles and over 380...... 370 1000 miles and over 970...... 635 
425 miles and over 400...... 385 1030 miles and over 1000...... 650 
450 miles and over 425...... 395 1060 miles and over 1030...... 660 
475 miles and over 450...... 410 1090 miles and over 1060...... 670 
500 miles and over 475...... 420 1120 miles and over 1090...... 685 
525 miles and over 500...... 430 1150 miles and over 1120...... 695 
550 miles and over 525...... 445 1180 miles and over 1150...... 710 
575 miles and over 550...... 455 1210 miles and over 1180...... 720 
600 miles and over 575...... 470 1240 miles and over 1210...... 730 
625 miles and over 600...... 480 1270 miles and over 1240...... 745 
650 miles and over 625...... 490 1300 miles and over 1270...... 755 
675 miles and over 650.. 505 1330 miles and over 1300...... 770 
700 miles and over 675...... 515 1360 miles and over 1330...... 780 
730 miles and over 700...... 530 1390 miles and over 1360...... 790 
760 miles and over 730...... 540 
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Appendix D 


Reasonable maximum rates prescribed in the report for applica- 
tion on imported china clay, minimum 60,000 pounds, from north 
Atlantic ports to destinations in the states of New York and New 
Jersey. Rates in cents per net ton. 


Distances Rates Distances Rates 
73 miles and over 59...... 210 400 miles and over 380....... 410 
87 miles and over 73...... 225 425 miles and over 400....... 420 
101 miles and over 87...... 240 450 miles and over 425....... 430 
117 miles and over 101...... 255 475 miles and over 450....... 440 
134 miles and over 117...... 270 500 miles and over 475....... 450 
150 miles and over 134...... 285 525 miles and over 500....... 460 
160 miles and over 150...... 290 550 miles and over 525....... 470 
180 miles and over 160...... 300 575 miles and over 550....... 480 
200 miles and over 180...... 310 600 miles and over 575....... 490 
220 miles and over 200...... 320 625 miles and over 600....... 500 
240 miles and over 220...... 330 650 miles and over 625....... 510 
260 miles and over 240...... 340 675 miles and over 6d0....... 520 
280 miles and over 260...... 350 700 miles and over 675....... 530 
300 miles and over 280...... 360 730 miles and over 700....... 540 
320 miles and over 300...... 370 760 miles and over 730....... 550 
340 miles and over 320...... 380 790 miles and over 760....... 560 
360 miles and over 340...... 390 820 miles and over 790....... 570 
380 miles and over 360...... 400 850 miles and over 820....... 580 

Appendix E 


Differentials prescribed for hauls in New England territory to be 


added to the rates prescribed in Appendix C and Appendiz D. Rates 
in cents per net ton. 

Rates Rates 

Distances Cents Distances Cents 

20 milies ONG UNGET.. ... ccccseove 10 340 miles and over 120......... 20 

120 miles and over 30.......... 15 CE Ne Mis 6-0 :60:5505.004.0865 25 


DRIED BEANS TO OKLAHOMA 


A finding of unreasonableness for the future has been 
recommended by Examiner C. W. Griffin, in No. 21144, William- 
son-Halsell-Frasier Co. et al, vs. Oregon Short Line et al., as to 
the rates on dried beans, carloads, from points in Colorado, 
Utah, Idaho and Montana to destinations in Oklahoma, the 
points named in the complaint being twenty-five of the largest 
centers in that state. The condemned rates also apply at 
intermediate points. The finding recommended by the examiner 
follows: 


The Commission should find that the rates assailed were not 
unreasonable, but that they are, and for the future will be, un- 
reasonable to the extent that they exceed or may exceed the following 
rates or rate bases to points in Oklahoma shown in the appendix 
to the report in Turner-Altus Co. vs. A. T. & S. F. Ry. Co., 139 
I. C. C. 4, as in the groups designated below, subject to a minimum 
of 60,000 pounds from points in eastern Colorado, 61 cents to Group 1; 
68 cents to Group 2; 74 cents to Group 3; and 78 cents to Group 4. 
From Grand Junction and other points on the western slope of 
Colorado 6 cents, from points in the Idaho Falls group and in Utah 
and Montana 12 cents, from the Twin Falls group 15 cents and from 
the Nampa group 17 cents higher than the rates contemporaneously 
maintained from eastern Colorado to the same destinations. 


TIRE ACCESSORY RATINGS 


In a report in No. 19998, Lawson Rubber & Manufacturing 
Co. et al. vs. Aberdeen & Rockfish et al., Examiner Harris 
Fleming has recommended that the Commission find unreason- 
able the any-quantity ratings on automobile tire boots, patches, 
or shoes, in barrels or boxes, to the extent they exceeded or 
may exceed, from Dallas and Midlothian, Tex., and from Kansas 
City, Mo.-Kan., to destinations in the three classification terri- 
tories, first class in less-than-carloads and third class in car- 
loads, minimum 20,000 pounds, subject to rule 34. He said the 
Commission should authorize the carriers to waive outstanding 
undercharges on carload shipments, direct them to amend the 
classifications to conform with the findings and dismiss the 
complaint. 


The complaint assailed the ratings and rates, all-rail, rail- 
water-and-rail, and rail-and-water, applicable on reliners, patches, 
boots and shoes for automobile tires, carloads and less-than-car- 
loads, from the points mentioned, to destinations generally 
throughout the country, as unreasonable and in violation of sec- 
tion 6 of the interstate commerce act. Ratings for the future 
and reparation were asked. cs 

Carriers, at the hearing, the examiner said, conceded that 
the classifications should be amplified to take in the present 
descriptive terms used in the tire trade. Therefore, they pro- 
posed to add an item establishing the ratings before set forth, 
that is, first on less-than-carloads and third on carloads. 


The complainants asked for one-factor rates across the 
boundary lines of the classification territories. The examiner 
said that the question of one-factor rates between western trunk 
line territory and the south and west was now before the Com- 
mission in the Western Trunk Line Class Rate Case. Any at- 
tempt to single out the complainants’ traffic for advance treat- 
ment, he said, would probably be attended with results unsatis- 
factory to both shippers and carriers. 
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PROPOSED REPORTS 


Mail Pay 


No. 9200, railway mail pay, in the matter of the application 
of Joseph F. Gray, receiver of Tallulah Falls Railway Co, At 
torney-Examiner Frank E. Mullen. Commission should find tha 
the Tallulah Falls Railway Co. is a separately operated raj). 
road, 50 to 100 miles in length, and should receive the compep. 
sation and the rates of pay established for roads so designate 
in the order entered July 10, 1928, in Railway Mail Pay, 144 
k. ©. ©. Bi. 

Drano 


No. 21411, Drackett Chemical Co. vs. A. & W. et al. ky. 
aminer Edgar Snider. Recommends dismissal on finding rate; 
and rating on Drano, carloads and less than carloads, Cineip. 
nati, O., to various destinations in official, western and southerp 
classification territories applicable but not unreasonable 9, 
otherwise unlawful. 

Transmission Cases 

No. 22008, Lincoln Manufacturing Co. vs. C. I. & W. et al. 
Examiner Michael T. Corcoran. Recommends dismissal op 
finding not unreasonable rating and rate on cast iron trans. 
mission cases, in the rough, in bags, in less than carloads, 
Jecatur, Ill., to Connervsille, Ind. 


Pickles 
No. 21448, William Spencer Sons Co. vs. C. N. 0. & TP 
et al. Examiner Edgar Snider. Recommends refund of over. 
charge and dismissal on finding rates charged on less-than-car. 
load shipments of pickles, packed in glass or tin, in cases, 
Cincinnati, O., to destinations in southern territory, not unrea- 
sonable but inapplicable. 


Box Shooks 


No. 21914, Veneer Manufacturing Co. vs. A. C. L. et al. Bx. 
aminer Joseph G. Cooper. Recommends finding that complainant 
is entitled to reparation because of unreasonable rate on box 
shooks, Conway, S. C., to Columbus, Ga., on account of having 
been in excess of the aggregate of intermediates over routes of 
movement. 

Lumber 


No. 22051, Schofield Brothers vs. Ann Arbor et al. Exan- 
iner William A. Maidens. Recommends reparation on finding 
rates on lumber, points in Pennsylvania, Kentucky, Virginia and 
West Virginia to points in New York, Connecticut, Michigan, 
New Jersey, Massachusetts and Illinois, inapplicable and that 
applicable rates were those resulting from the use of Jones’ 
Lc. & Uv. &.. £ 

Sewer Pipe 

No. 22016, Robinson Clay Products Company of Pennsyl- 
vania vs. B. R. & P. et al. 
mends reparation of $23.73, with interest, on finding that ship 
ment of sewer pipe, Clearfield, Pa., to Berlin, N. H., was mis- 
routed by B. R. & P. 

Crude Oil 


No. 21459, Gilliland Oil Co. vs. Santa Fe et al. Examiner 
H. W. Archer. Dismissal proposed on finding not unreasonable 
rates on crude oil, tank-car loads, Kingsmill, Borger, and Pampa, 
Tex., to Albuquerque, N. M. 


Furniture 


No. 21669, William S. Schwartz vs. Southern Pacific et al. 
Examiner E. Job. Recommends that charges collected on fur- 
niture, Staunton, Va., to Los Angeles and San Francisco, Calif, 
be found not unreasonable or unduly prejudicial; that defend- 
ants’ failure to provide so-called two-for-one rule was not shown 
to have been unreasonable or unduly prejudicial and that com- 
plaint be dismissed. 

Petroleum 


No. 21789, Burkett & Co. et al. vs. Santa Fe et al. Exam 
iner J. P. McGrath. Recommends dismissal on finding not u- 
reasonable rates on petroleum and its products, points in Kat- 
sas, Oklahoma and Texas to destinations in Colorado. 

Scrap Iron 

No., 20207, Amos Klotz et al. vs. C. & O. et al. Examiner 
Michael T. Corcoran. Recommends dismissal on finding not ul 
reasonable rate on scrap iron, carloads, Staunton, Va., to Weir 
ton, W. Va. 

Wall Paper 

No. 17612, Apex Co. et al. vs. Alabama & Vicksburg et al., 
embracing also No. 18042, Pan American Wall Paper & Paint 
Co. vs. C. R. I. & P. et al.; No. 18123, Tex.-Mex. Jobbing House 
vs. Lehigh Valley et al., and a sub-number thereunder, Camp 
bell Store vs. N. Y. C. et al. Examiner Harris Fleming. 
further hearing recommends that rates on finished wall paper 
carloads, from various points of origin in Illinois, Missouri, New 
York and Pennsylvania to Dallas and Fort Worth, Tex, ™ 
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all-rail, rail-water-and-rail, and water-and-rail routes, be found 
unreasonable for the past, present and future, to the extent 
that they exceeded, exceed or may exceed the fifth class rates 
contemporaneously applicable over like routes from and to the 
same points, subject to a minimum of 40,000 pounds. Findings 
in 122 I. C. C. 333, 126 I. C. C. 175, and 129 I. C. C. 283 should 
pe reversed. Recommends reparation. 


Soap and Products 

No. 20593, Los Angeles Soap Co. vs. Santa Fe et al. Exam- 
iner H. W. Archer. Rates on soap and soap products, carloads, 
tos Angeles, Calif., to Phoenix, Tucson, Douglas, Miami, and 
yuma, Ariz., are and for the future will be unreasonable to 
the extent that they exceed rates made 44 per cent of the con- 
temporaneous first class rates, minimum 36,000 pounds. Rate 
to Deming, N. M., not unreasonable. Reparation should be denied. 


Salt 


No. 21019, J. A. Forsythe vs. C. B. & Q. et al., embracing 
also a subnumber, Same vs. Santa Fe et al. Examiner L. A. 
Pyle. Rates on salt, carloads, from Kansas producing points 
to destinations in Colroado were unreasonable and rates 
to Colorado and Nebraska destinations are and for the future 
will be unreasonable to the extent that they exceeded, exceed 
or may exceed the distance scale of rates prescribed in No. 
17579, Ruggles & Rademaker vs. A. C. & Y. et al., applied as 
prescribed therein. Reparation recommended. 


Tin Plate Scrap 


No. 21214, Vulcan Detinning Co. et al. vs. A. C. & Y. et al., 
embracing also a subnumber, Metal & Thermit Corporation 
ys, A. C. & Y. et al., and No. 20954, Metal & Thermit Corpora- 
tion vs. New Haven et al. Examiner Horace W. Johnson. Rec- 
ommends dismissal on finding not unreasonable or otherwise 
ulawful rates on tin plate scrap, carloads, from points in 
central, trunk line and New England territories, and from vari- 
ous other points, to Sewaren and Carteret, N. J., Neville Island, 
Pa., and East Chicago and Streator, IIl. 


Salt 


No. 21649, Barnett Lumber Co. et al. vs. Arkansas Valley 
Interurban et al., embracing also a sub-number ,Farmers’ Co- 
operative Union et al. vs. Same et al. Examiner J. J. Wililams. 
Recommends that rates on salt, carloads, from producing points 
in Kansas to destinations in Nebraska be found unreasonable 
for the future to the extent that they exceed or may exceed 
the distance rates shown in appendix 6 to the report in No. 
17579, Ruggles & Rademaker vs. A. C. & Y., plus the distance 
arbitraries as therein set forth. Reparation should be denied. 


Bituminous Coal 


No. 21719, C. O. Dawson et al. vs. B. & O. et al. Examiner 
J. J. Williams. Recommends dismissal on finding not unrea- 
sonable or unduly prejudicial rates on bituminous coal, from 
points in Illinois, Kentucky and Indiana to Blair, Neb. Finding 
should be without prejudice to any conclusion that may be 
reached in No. 17330, Illinois Coal Traffic Bureau vs. Arkansas 
Valley Interurban, now pending. 


Hay 


No. 21730, Jos. V. Ferguson et al. vs. B. & O. et al. Exam- 
iner F. A. Christoph. Recommends dismissal on finding not 
unreasonable rates on hay from Ashley, Hudson, Auburn, Ham- 
ilton, Summit and Waterloo, Ind., to New Orleans, La. 


Fresh Vegetables 


No. 21777, Amicon Fruit Co. vs. A. C. L. et al. Examiner 
R. J. Olentine. Recommends that rate on fresh vegetables, car- 
loads, Atkinson, N. C., to Bluefield, W. Va., be found not un- 
reasonable. Recommends that rate on strawberries between 
the same points be found unreasonable, past, present and future, 
to the extent it exceeded, exceeds or may exceed $1.34 per 100 
pounds, minimum 17,000 pounds. Reparation of $11.68, with 
interest, recommended. Finding for future should be made 
without prejudice to findings which may be made in No. 20520, 
Carolina Shippers’ Association, Inc., vs. A. C. L. et al. 


Thermostatic Valves 


_ No. 21846, Day & Night Water Heater Co. vs. Southern Pa- 
cific et al. Examiner Michael T. Corcoran. Rating and rates of 
double first class prior to June 30, 1928, on thermostatic valves, in 
less than carloads, from Youngwood, Pa., to Monrovia, Calif., 
applicable but unreasonable to the extent that they exceeded 
the first class rating and rate; and that the first class rating 
and first class rate of $5.40 were and are applicable since that 
date and were and are not unreasonable since June 30, 1928. Un- 
dercharges in the amount of difference between the charges col- 
lected and the charges that would have accrued at the rate 
found reasonable should be promptly collected. Defendants 





The Traffic World 





PAGE 685 








should be authorized to waive collection of undercharges in 
excess of that amount. 


Tinware and Stamped Ware 
No. 21927, Boyle Manufacturing Co. vs. Southern Pacific 
et al. Examiner H. W. Archer. Recommends dismissal on 
finding not unreasonable nor unduly prejudicial rates on tinware 
and stamped ware from Los Angeles, Calif., to Phoenix and 
Tucson, Ariz. 
Grain and Grain Products 


No. 21885, Milroy Milling Co., Inc., vs. C. C. C. & St. L. 
Examiner Arnold C. Hansen. With respect to collection out-of- 
route or back-haul charges on carload shipments of grain and 
grain products, from points in Indiana and Illinois, milled in 
transit at Milroy, Ind., and forwarded to Louisville, Ky., Colum- 
bus and Cincinnti. O., and points beyond, examiner recommends 
that Commission should find that the assailed out-of-route 
charges on the shipments moved by way of Shirley, Ind., were 
inapplicable and should be refunded; that the assailed out-of- 
route charges on shipments moved by way of Greensburg, Ind., 
were, are and for the future will be unreasonable; and repara- 
tion. 


Waxed Wrapping Paper 


No. 21887, Menasha Products Co. vs. C. & N. W. et al. Ex- 
aminer Elza Job. Second class rates on waxed wrapping paper, 
printed, in-less-than- carloads, Milwaukee, Wis., to Louisville, 
Ky., and Indianapolis, Ind., on shipments originating at Neenah- 
Menasha, Wis., unreasonable to the extent they exceeded the 
third class rates. Overcharges found to exist on one less-than- 
carload shipment of waxed wrapping paper, not printed, from 
Louisville, Ky., to Menasha,’ Wis., and one less-than-carload ship- 
ment of waxed wrapping paper, printed, from Neenah-Menasha, 
Wis., to Louisville. Recommends reparation of $26.65, with 
interest. 

Cotton Piece Goods 


No. 21946, El Paso Freight Bureau et al. vs. Santa Fe et al. 
Examiner John Davey. Commission should find that rate charged 
on cotton piece goods, less-than-carload, El Paso, Tex., to Mus- 
kogee, Okla., was unreasonable to the extent it exceeded $1.345; 
that the rate charged on cotton piece goods, less-than-carload, 
from El Paso to Chicago was inapplicable and that the applicable 
rate was unreasonable to the extent it exceeded $1.04. Repara- 
tion of $67.33, with interest, recommended. Waiver of under- 
charges should be authorized. 


Drain Tile 


No. 22000, Acme Brick Co. vs. Fort Smith & Western. Ex- 
aminer W. R. Brennan. Reparation of $202.97, with interest, 
recommended on finding unreasonable rate on farm drain tile, 
Fort Smith, Ark., to Oklahoma City, Okla., to the extent it 
exceeded 20 cents. 

Zinc By-Products 


No. 22038, Federated Metals Corporation vs. New Haven 
et al. Examiner C. W. Griffin. Dismissal recommended on 
finding not unreasonable minimum weight maintained in connec- 
tion with rates on zinc by-products, carloads, from points in 
New England to Brills and Trenton, N. J. 


Logs 


No. 22240, S. A. Holt, assignee of the Arkansas Basket Man- 
ufacturing Co., Inc., vs. Missouri Pacific. Examiner W. A. Hill. 
Complainant should be found entitled to reparation by reason 
of rates on logs, from Oak Grove, La., and Roland, Okla., to 
Little Rock, Ark., where they were manufactured into shipping 
baskets and reshipped, being unreasonable to the extent that 
they exceeded a rate of 8 cents. 


Steam Power Boilers 


No. 21821, Wickes Boiler Co. vs. Illinois Central et al. 
Examiner Michael T. Corcoran. Rate on steam-power boilers, 
carloads, Saginaw, Mich., to West Monroe, La., unreasonable 
to the extent it exceeded $1.225. Reparation of $43.53 preposed. 
Present rate should be found not unreasonable or otherwise 
unlawful. 

Freight Autos 


No. 21892, Norval Motor Corporation vs. Santa Fe et al. 
Examiner W. A. Hill. Dismissal proposed on finding not un- 
reasonable rate on freight automobiles and chassis, carloads, 
Evansville, Ind., to Tulsa, Okla. 


CHANGES IN DOCKET 


Hearing in No. 22343, West Coast Kalsomine Co., Inc., vs. 
Aberdeen & Rockfish et al., assigned for September 20, at New 
Orleans, La., before Examiner McChord, was canceled. 

Hearing in No. 16107 (Sub. 1), the Refiners Oil Company vs. 
Penna. R. R. et al., assigned for September 20, at Dayton, O., 
before Examiner Paulson, was canceled. 
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SUSPENDED TARIFFS 


In I. and S. No. 3349, the Commission has suspended from 
September 15, until April 15, schedules in supplement No. 38 to 
Chicago Eastern Illinois, I. C. C. 214. The suspended schedules 
propose to increase the reciprocal switching charges from and 
to industries at Mt. Vernon, Ind., from $2.70 and $3.60 per car 
to $6.30 per car, when interchanged between the Louisville & 


Nashville and the Chicago & Eastern Illinois. 


In I. and S. No, 3350, the Commission has suspended from 
September 15, until April 15, schedules in supplement No. 1 to 
Midland Valley, I. C. C. No. 497. The suspended schedules pro- 
pose to establish an arrangement whereby the Midland Valley 
will absorb the expense of loading, to the extent of $1 per car, 
on certain shipments of petroleum and its products moved via 


its line. 


In I. and S. No. 3351, the Commission has suspended from 
September 15, until April 15, schedules in supplement No. 17 to 
The suspended schedules 
propose to cancel the present commodity rates on cheese, in 
carloads, from O’Fallons, Nebr., to points in Oklahoma, Texas, 
Arkansas and Louisiana, used in constructing through combina- 
tion rates from Gering, Nebr., and other points beyond, from 
which no through rates are in effect, which would result in 
The following is illustrative, rates in cents 


J. E. Johanson’s, I. C. C. No. 1996. 


material increases. 
per 100 pounds: 


On cheese, carload, from Gering, Neb., to Oklahoma City, Okla., 
Yo ee 156, *proposed 160.5; Houston, Tex., *present 172, *proposed 


*O’Fallons, Neb., combination. 7 
In I. and S. No. 3352, the Commission has suspended from 


September 15, until April 15, schedules in supplement No. 1 to 


Pennsylvania, I. C. C. No. 135; supplement No. 24 to Cleveland. 
Cincinnati, Chicago & St. Louis, I. C. C. No. 8423; supplement 


No. 44 to New York Central, I. C. C.-OC No. 230, and other 
The suspended schedules propose changes in rates on 
crushed stone, limestone, screenings, etc., carloads from pro- 


tariffs, 


ducing points in Ohio to Detroit, Mich., resulting principally in 
increases. 
ton of 2,000 pounds: 


To Detroit, Mich., from Gibsonburg, O., present 85, proposed 90; 
bednon iy O., present 85, proposed 90; Findlay, O., present 95, pro- 
pose y 


In I. and §. No. 3353, the Commission has suspended from 
September 15, until April 15, schedules in supplement No. 75 
to J. E. Johanson’s tariff, I. C. C. No. 2008, and supplements 
Nos. 55 and 59 to J. E. Johanson’s tariff, I. C. C. No. 2011, joint 
with other agents, The suspended schedules propose to reduce 
the rates on farm or logging trucks or wagons, carloads, between 
eastern, central and southern points, on the one hand, and south- 
western points, on the other hand. The following is illustrative 
of the effect on shipments moving in 36% foot cars. 


Charges for 12,000 pounds shipment, per car, from St. Louis, 
Mo., to Alexandria, La., present $180, proposed $132; Dallas, Tex., 
a $190, proposed $139.20; Marianna, Ark., present $124, proposed 
$91.20. 


In I. and S. No. 3354, the Commission has suspended from 
September 15 until April 15, schedules in the following tariffs: 
Missouri Pacific supplement No. 9 to I. C. C. No. A-6860; W. P. 
Emerson supplements Nos. 130 and 134 to I. C. C. No. 126; 
J. H. Glenn supplement No. 22 to I. C. C. No. A-631; F. L. 
Speiden I. C. C. Nos. 1315 and 1316, and other tariffs. The sus- 
pended schedules propose changes in rates on cottonseed cake, 
meal, hulls, and related articles from points in the south, lo- 
cated principally in Mississippi Valley territory, to destinations 
in central and contiguous territories north of the Ohio River, 
resulting in numerous increases and reductions. 

The following is illustrative, rates in cents per ton of 2,000 
pounds on cottonseed meal, carloads: 


From To Present Proposed 
Jackson, Miss. CN TR... viccsawsccndes 529 595 
Memphis, Tenn. Pittsburgh, Pa. ......cceocs 610 705 
Memphis, Tenn. BPFIMBASCI, TH. cncccsiciecses 460 430 


ARKANSAS EXTENSION PLAN 


The St. Louis Southwestern Railway Company has applied 
to the Commission for authority in Finance No. 7828 to extend 
its line of railroad within the city limits of Truman, Ark., and 
one mile south thereof, by acquisition under contract of a por- 
tion of the railroad of the Cairo, Truman & Southern Railroad 
Company. The proposed extension, according to the application, 
will facilitate and result in substantial economies in and near 
Truman by providing more adequate terminal facilities therefor. 
As a part of the proposed extension of applicant’s lines to Riv- 
erdale and Fair Oaks, Ark., and Memphis, Tenn., authority for 
which is sought in Finance No. 7684, the Truman extension will 
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aid in elimination of expense and delay occasioned by appjj. 
cant’s present routes between St. Louis and points west, north 
and east thereof, on the one hand, and Memphis, Tenn., ang 
points south and east thereof, on the other, and between the 
St. Francis basin and Memphis, Tenn., according to applicant, 

The Cairo, Truman & Southern Railroad Company, ip 
Finance No. 7829, has asked that, in the event the applications 
of the St. Louis Southwestern are granted, it be authorized to 
abandon those portions of its lines extending from a point south 
of Truman to Weona, Ark., 10 miles, and from the intersection 
with the Arkansas Short Line to Arthur, Ark., 4.75 miles. (Op. 
eration of these portions of applicant’s lines will be unnecessary 
if the applications of the St. Louis Southwestern are granted, 
according to the applicant. 


DONORA EXTENSION 
The Trafic World Washington Bureay 


Reminders of the contentions among eastern trunk lines jn 
connection with plans for consolidations in that part of the 
country frequently arose in the course of the hearing before 
Assistant Director C. V. Burnside in Finance No. 7737, applica. 
tion of the Pittsburgh & West Virginia to construct a six-mile 
branch from its Connellsville extension to a connection with the 
Donora Southern Railroad near Donora, Pa. By means of that 
branch the Pittsburgh & West Virginia would tap the rich 
Donora steel district, now served exclusively by the Pennsyl. 
vania. The chief industrial unit in that district is the plant 
of the American Steel & Wire Company, a part of the United 
States Steel Corporation. The proposed branch would connect 
with the Donora Southern, a steel corporation railroad. That 
road also connects with the Pennsylvania. 

The proposed branch would be an expensive piece of work, 
the cost being estimated at $1,500,000. Some of the grades to 
and from the level of the Monongahela River, on which the steel 
and wire plant is situated, would be one per cent or a trifle 
more, the line of the Connellsville extension being on the top 
of the hills along that stream. 

Opposition to the proposed construction was voiced by the 
Pennsylvania and the Baltimore & Ohio, although the latter does 
not serve Donora, except through connections, one of which 
would be furnished by the proposed branch. The Pennsylvania 
contended that its facilities and service were ample. 

Albert Ward, for the Pennsylvania, in cross-examining F. C. 
Baird, general manager of the applicant, asked him if the Pitts- 
burgh & West Virginia exercised any supervision over the Wheel- 
ing & Lake Erie, its western connection, or the Western Mary- 
land, its eastern connection, two units in the proposed fifth 
system for the eastern region. 

“No, we do not but ‘we have hopes,” said Mr. Baird. 

“Other railroads also hope to exercise supervision, do they 
not?” asked Mr. Ward. 

“Yes, sir, they do,” answered Mr. Baird, “but we think our 
hopes are better than theirs.” 

Later some questions were raised about the ownership of 
the stock of the Wheeling & Lake Erie by the Alleghany Cor- 
poration. C. F. Taplin observed that the stock was in the 
hands of a trustee and not in the hands of the holding cor- 
poration. 

In its application the Pittsburgh & West Virginia set forth 
its opinion that Donora was entitled to the competition that 
would be created by another east and west trunk line. It as- 
serted that “the present and future public convenience and 
necessity require the proposed construction to open up to the 
substantial competition, east and west, of two trunk line rail- 
roads, to-wit, the applicant and the Pennsylvania, a territory 
lying along the Monongahela River, one of the richest indus- 
trial sections in the United States, now dependent exclusively 
upon one trunk line railroad, to-wit, the Pennsylvania railroad.” 

Mr. Baird expressed the opinion that if the steel and wire 
plant continued to grow in the next ten years as it had in the 
past ten years it would be physically impossible for the Penn- 
sylvania to handle its product. He said that now no one would 
think of putting a plant costing from $75,000,000 to $100,000,000, 
as he estimated the cost of the steel and wire plant, exclusively 
upon one railroad. ; 

Attorneys for the Pennsylvania, in their cross-examination 
of the witnesses for the Pittsburgh & West Virginia, and wit- 
nesses for the objecting trunk line, in their testimony, suggested 
reasons why the estimate of the applicant, that its annual reve 
nue would be about $750,000, was too high. The Pittsburgh & West 
Virginia applied its operating ratio, 53 per cent, to the tonnage 
it said it might reasonably expect to obtain. Thereby it arrived 
at the figure presented in evidence. The Pennsylvania met 
contended that a new branch line could not be expected to have 
as low an operating ratio as the system as a whole. In answer 
to that, Mr. Baird, when recalled, said that the branch line, 
instead of increasing the operating ratio for the whole system, 
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would probably lower it. He said that every bit of traffic it 
would receive from the Donora Southern would be classified 
and that the same would be true of traffic turned over by the 
Pittsburgh & West Virginia to its connections. That, he said, 
meant nothing more than a road haul without any of the ex- 
pensive terminal service performed by the Pittsburgh & West 
Virginia on coal and coke, for which much terminal service had 
to be performed. 

The hearing, which lasted two days, was completed on 
September 17 by R. E. Hoopes, passenger and freight agent at 
Donora, Pa., the point which expects to benefit by reason of 
the entry of the Pittsburgh & West Virginia, because the new 
line will make available additional sites for manufacturing 
plants, with a description of the freight and passenger service 
rendered to the community by the rail and bus lines of the 
Pennsylvania. The suggestion was that if the Pittsburgh & 
West Virginia were admitted to the district it would not de- 
yelop new traffic, but merely take traffic from the Pennsylvania. 
Thereby, it was suggested, the conditions would be so changed 
that the service of the Pennsylvania would be reduced on ac- 
count of the diminution of its business. 

Other witnesses were H. H. Temple, accounting officer of 
the applicant; J. A. Coakley, traffic manager of the American 
Steel & Wire Co.; R. P. Keenoy, vice-president of the Donora 
Southern; Moses Miller, secretary of the Donora Chamber of 
Commerce; A. L. Brautigan, president of the Monessen, Pa., 
Chamber of Commerce; F. E. Chaffee, secretary of that organ- 
jzation; T. H. Harvey, general auditor of the applicant; R. M. 
Paisley, its general freight agent; W. L. R. Haines, division 
engineer of the Pennsylvania; J. H. Redding, a general super- 
intendent for that company; W. F. Triem, superintendent; E. J. 
Isaacs, industrial agent, and J. C. Venning, special agent of the 
Pennsylvania at Pittsburgh. 


D. & H. UNIFICATION PLAN 


Suggestions for grouping of the railroads in the eastern 
part of the United States were further amplified this week with 
the filing with the Commission by the Delaware & Hudson 
Company of an application (Finance No. 7835) seeking approval 
of a plan looking to the creation of a Delaware & Hudson system 
of 13,500 miles, with an aggregate investment in common carrier 
property of $2,629,391,328. The other suggestions thus far made 
to the Commission are embodied in the pending applications of 
the Baltimore & Ohio, the Chesapeake & Ohio, and the Wabash. 

The Delaware & Hudson Company, by L. F. Loree, presi- 
dent, asks authority to acquire control of the following carriers: 

Bangor & Aroostock Railroad Company; Boston & Maine 
Railroad; Buffalo & Susquehanna Railroad Corporation; Buffalo, 
Rochester & Pittsburgh Railway Company; Central Railroad 
Company of New Jersey; Delaware, Lackawanna & Western 
Railway Company; Lehigh & Hudson River Railway Company; 
Lehigh & New England Railroad Company; Maine Central Rail- 
road Company; New York, New Haven & Hartford Railroad 
Company; New York, Ontario & Western Railway Company; 
Pittsburgh & West Virginia Railway Company; Reading Com- 
pany; Rutland Railroad Company; Virginian Railway Company, 
and the Western Maryland Railway Company. 


The applicant believes that it is appropriate and desirable, 
as part of the system proposed to be created, that provision 
should be made whereby there shall be obtained for the system 
the right to operate under trackage rights over that part of the 
New York Central on the west bank of the Hudson River, ex- 
tending from a connection with the D. & H. at or near Albany, 
N. Y., to a connection with the railroad of the New York, 
Ontario & Western at or near Cornwall, N. Y. 


Exclusive of trackage rights to be acquired and new con- 
struction, the proposed system would have 13,553 miles of line, 
according to the application. The aggregate investment in 
property devoted to the public service, as measured, on Decem- 
ber 31, 1928, by cost of road and equipment, cost of materials 
and supplies on hand and cash working capital, was $2,629,- 
391,328: the gross operating revenues in 1928 amounted to 
$605,101,332, and the net railway operating income of the same 
year was $121,527,173, giving a rate of return of 4.62 per cent, 
according to the application. 

Under coordinated management and operation these prop- 
erties would constitute a balanced and well adjusted system, 
Strong enough to compete on equal terms with any existing 
system or extension thereof or with any other new system that 
Can be created under section 5 of the interstate commerce act, 
according to the application. The D. & H., it says, at this time 
does not own stock or bonds of any of the carriers control of 
Which it seeks. 

It is of importance, says the D. & H., that the Atlantic 
Seaboard, from the Canadian boundary to Hampton Roads, 


. Should be served by at least one system of railways wholly or 


Substantially contained within the states bordering on the 
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Atlantic and extending to all the chief ports of the north 
Atlantic coast of the United States. The proposed system would 
meet that requirement, says the D. & H. 


Atlantic Terminal System 


The proposed system, it is stated in the application, is 
System 7a of the Commission’s tentative railroad consolidation 
plan (63 I. C. C. 455, 459), including everything there included 
except Pittsburgh and Shawmut and Pittsburgh, Shawmut and 
Northern, both of which were also assigned to System 4, Erie, 
of the tentative plan, and Ulster and Delaware, the last named 
having subsequently been assigned to the New York Central, and 
plus the Central of New Jersey; Reading; Buffalo & Susque- 
hanna; Rutland; Pittsburgh & West Virginia; Virginian, and 
Western Maryland. 


The purpose of the Delaware & Hudson, according to the 
application, is to make the proposed system “a genuine and 
comprehensive terminal system for the entire north Atlantic 
seaboard and to extend it to coal fields adequate (a) to supply 
the people and industries of the terminal cities with fuel and 
(b) to provide an ample and reliable source of fuel for use in 
steam transportation by land and upon navigable waters.” 

“About forty years ago,” said the D. & H., “the construction 
of independent belt lines of railways and separately organized 
railway terminal systems, for the purpose of giving more effi- 
cient service to industries located within urban areas in the 
United States and affording equal access to such industries to 
all carriers able to connect with such belt or terminal systems, 
became a recognized feature of American railway practice. 
Such systems have rendered exceedingly valuable services and 
they have increased in number and importance. The proposed 
system would be a belt or terminal system for the whole north 
Atlantic seaboard. Reaching every port, from the Canadian 
boundary to and including Hampton Roads, it could have no 
incentive to favor one as compared with another; it would be 
able to carry the traffic of each and any one of its connections, 
now existing or hereafter created, to any of these ports; it 
would afford all carriers not reaching one or more of these 
ports the opportunity to accept traffic therefor, and could and 
would carry such traffic on equal terms and without favor to 
one connection as against any other connection, Any railroad 
now or hereafter built to a connection with the proposed system 
would thus be able to reach any north Atlantic port. Such 
a system, under coordinated management, would be invaluable, 
at once to the people and industries of the Atlantic seabrard, 
to the people and industries of the great trans-Allegheny region, 
which raises food and provides raw and partially manufactured 
materials for the denser population of the seaboard, and to 
all railways desiring to participate in movements to or from 
north Atlantic ports not reached over their own rails. 


No “Servile Copying” 


“It may be contended that the New York Central and the 
Pennsylvania have already become immensely powerful, that 
they are well-rounded systems of railroad extending east and 
west from the north Atlantic seaboard to Chicago and the Mis- 
sissippi River, with a large complement of lateral, intercon- 
necting, branch and radial lines; and that, in a lesser degree, 
Baltimore and Ohio, and Chesapeake and Ohio, including, with 
the latter, to complete the picture, its recently authorized rail- 
road affiliations and those also controlled by Alleghany Corpor- 
ation and Chesapeake Corporation, are systems developed along 
the same lines and seemingly well constituted for the economic 
and other functions which they may properly undertake to 
perform. Without consideration it seems to have been assumed, 
in the discussion of consolidation which has followed the revision 
of section 5 by the transportation act of 1920, that the only 
way to develop larger systems in the eastern region must be 
to develop systems as nearly as practicable like the now exist- 
ing systems that have been named. Like most things, which 
are assumed without evidence or consideration, this assumption 
will admit of examination and may not be warranted. Without 
criticizing the constitution of any of the named systems, it is 
notoriously true that no one of them was either planned in 
advance or developed to meet conditions, either economic, 
military or social, that now exist. Each of the four systems 
named has been built up, very largely, by the consolidation of 
local railroads, but these consolidations have covered a period 
of time extending continuously from the first and second 
decades of railroad construction in this country and search for 
the reasons by which they were impelled leads inevitably to 
the conclusion that, to a very large extent, these consolidations 
were either intended to expand trade opportunities, limit com- 
petition or effected with the primary object of securing banking 
and promotion profits. Consolidations prompted by self-in- 
terests of these sorts have, indubitably, produced systems of 
high current efficiency, but they are not necessarily systems that 
ought now to be copied or even, if non-existent, to be reproduced. 
The alternative to such servile copying of fortuitous conse- 
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quences of past interactions of market conditions and individual 
and corporate errors and ambitions is a deliberately planned and 
well-rounded railroad system, adapted and adjusted to present 
conditions and future probabilities. As such, the system here 
proposed is deemed to be capable of rendering far more useful 
and extensive service and as being far more in the public 
interest than any system which could be constituted along the 
ancient formula out of railroads available, or that couid be 
made available, for the transportation necessities of the eastern 
territory.” 

The D. & H. included in its application general proposals 
for acquisition of connecting short lines. 


B. & O. CONTROL OF B. R. & P. 


The Rochester & Pittsburgh Coal Company, as the principal 
shipper on the Buffalo, Rochester & Pittsburgh, has asked the 
Commission to approve the application of the Baltimore & Ohio 
for authority to acquire control of the Buffalo, Rochester & 
Pittsburgh. It is said that the proposed acquisition would be in 
the public interest. 


The Wabash Railway Company, in a brief filed with the 
Commission in Finance No. 7645, application of the Baltimore & 
Ohio for authority to acquire control of the Buffalo, Rochester & 
Pittsburgh Railway Company by purchase of a majority of its 
stock, says it is not itself an applicant for control of the B. R. 
& P. “but it is constrained to oppose the application of the 
Baltimore & Ohio Railroad Company for such control, in the 
belief that a precipitate and premature allocation of this im- 
portant strategic railway is almost certain to prove embarrassing 
to the Interstate Commerce Commission in developing a sound 
and permanent solution of the consolidation problem in eastern 
territory.” 

To understand the present proceeding “in its true signifi- 
cance,” according to the Wabash, it is necessary to consider 
developments in connection with the four-party plan and the 
steps taken by the New York Central, Baltimore & Ohio and the 
Nickel Plate thereunder. 

Reference is also made by the Wabash to the denial of the 
application of the Delaware & Hudson for authority to acquire 
control of the Buffalo, Rochester & Pittsburgh in 1927 for the 
reason that the application was premature, because the alloca- 
tion of the B. R. & P. would be involved in a grouping of the 
roads in the eastern district. 

“In view of this outstanding decision (131 I. C. C. 750) of 
the Interstate Commerce Commission defining its policy with 
respect to the allocation of this identical carrier, it is submitted 
that the pending application of the Baltimore & Ohio Railroad 
Company is inexcusable,” says the Wabash. 

“If the occasion was inopportune in 1927 when the Dela- 
ware & Hudson Company applied for control of this carrier, it is 
more inopportune today, when there are pending on the docket 
of the Interstate Commerce Commission awaiting an early 
hearing applicatigns of the Baltimore & Ohio Railroad Com- 
pany, Which collectively offer the first opportunity which the 
& West Virginia Railway Company and Wabash Railway Com- 
pany which collectively offer the first opportunity which the 
Interstate Commerce Commission has had for a comprehensive, 
constructive and permanent solution of the consolidation prob- 
ome in the most important section of the continental United 

es.” 

The Wabash asserts that the Commission should decline to 
exercise jurisdiction under paragraph 2 of section 5 of the 
interstate commerce act on the application of the Baltimore & 
Ohio until it and its associates, “the New York, Chicago & St. 
Louis Railroad Company and the Alleghany Corporation,” sub- 
mit unconditionally to the jurisdiction of the Commission and 
agree to hold subject to such disposition as the Commission shall 
direct all shares of stock acquired and held in violation of the 
federal antitrust laws. 

The New York Central, Baltimore & Ohio and the Nickel 
Plate, says the Wabash, may lawfully advocate a consolidation 
program “but, when they go further, and agree upon specific 
proposals involving the use of their powerful resources in buying 
properties and shifting control of properties that are essential 
to competitive interests in carrying out a different consolidation 
program designed to preserve competition in accordance with the 
vital safeguards of the tranportation act, it is submitted that 
they very definitely bring themselves within the condemnation 
of the federal anti-trust laws.” 

The Baltimore & Ohio, in its brief, said it confidently be- 
lieved that the record showed that it would be in the public 
interest for the Baltimore & Ohio to acquire control of the 
Buffalo, Rochester & Pittsburgh and that the advantages in- 
herent in such disposition of the B. R. & P. could not be 
afforded to the public otherwise. It dwelt on the long established 
relationship between the B. & O. and the B. R. & P., and on 
economies that would result from acquisition of control of the 
B. R. & P. by the B, & O. It argued that there would be no 
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material lessening of competition but that competition would be 
strengthened and that existing routes and channels of trade 
would be maintained. It also asserted that lower freight rates 
would result.if application were approved. 

The Pittsburgh & West Virginia Railway Company ip its 
brief said the character of the evidence of the Baltimore ¢ 
Ohio would not support the latter’s application for authority to 
acquire control of the Buffalo, Rochester & Pittsburgh. It ¢op. 
tended that applicant “utterly failed to show any real or gyp. 
stantial advantages in favor of control of the carrier by the 
applicant.” In any event, continued the opposing line, the ap- 
plication should be denied without prejudice pending disposi- 
tion of the application of the Pittsburgh & West Virginia for 
authority to acquire control of the Western Maryland. It addeq 
there was much testimony in the general consolidation docket 
No. 12964 to the effect that public interest demanded that the 
Western Maryland and Buffalo, Rochester & Pittsburgh be cop. 
sdlidated and it might well be that, should the Commission 
decide in favor of the P. & W. V. in the Western Maryland case, 
it might later deem it in the public interest for the P. & W. y. 
to acquire control of the B. R. & P. 

The Delaware & Hudson, also opposing the B. & O. applica. 
tion, thinks the Commission should apply to that application 
the same treatment accorded the D. & H. application for 
authority to acquire control of the B. R. & P., namely, that 
disposition of the application should await other decisions of 
the Commission with regard to other railroads in the eastern 
region. The location of the B. R. & P., it is asserted, with 
reference to the physical, industrial and commercial geography 
of the eastern states, is such that its disposition should await 
more comprehensive action in the application of section 5 of 
the act to railroads of that region than is possible in this pro- 
ceeding. It is also contended that no public interest in the 
union of the B. & O. and the B. R. & P. has been established 
in this proceeding, but that the B. R. & P. should be allocated 
to the D. & H. 

The city of Rochester, N. Y., and the Rochester Chamber of 
Commerce submitted argument in support of the B. & O. ap 
plication. 

The Mt. Jewett, Kinzua & Riterville Railroad Company 
urged that its line, in whole or in part, be found to be allocable 
to the B. R. & P. It said it should be operated by the B. R. & 
P. as a part of the B. & O. system. It also asked that a con- 
dition be imposed if the B. & O. application were approved, as 
to routes and channels of trade being kept open. 

The Pennsylvania Railroad Company says it would not be 
in the public interest to permit the Baltimore & Ohio to acquire 
control of the Buffalo, Rochester & Pittsburgh in advance of the 
consolidation proceedings contemplated by the transportation 
act, in its brief. The status of the B. R. & P., it says, should 
not be determined in this proceeding. It says the B. & O. is 
asking the Commission, as to the B. R. & P., to act piecemeal. 
It further says it is interested in the matter because its system 
is in competition with the system of the B. & O., and its lines 
in the future will comprise one of the large systems in eastern 
trunk line territory upon which the public must rely for its 
transportation service. It is urged that the Commission in 
determining the status of the B. R. & P. should act only ina 
proceeding in which the interest of the public at large and of 
all the carriers, including the Pennsylvania, in eastern territory, 
can be given due and appropriate consideration. 


RAILROAD CONSOLIDATION PLAN 


An effort to reach an agreement on a plan grouping the 
railroads of the country into a limited number of systems, as 
required by the consolidation provisions of the interstate com- 
merce act, before the first of the year, is to be made by the 
members of the Interstate Commerce Commission. Chairman 
Lewis believes that such a plan will be promulgated not later 
than January 1. 

Last spring, Commissioner Porter, who has on his docket 
the subject of railroad consolidation, submitted to his colleagues 
a proposed plan. This plan has received consideration by indi- 
vidual commissioners, but it has not been considered thus far 
by the Commission as a whole. The suggested plan is afford- 
ing a basis for discussion among the commissioners. 


MINIMUM RATE BILL 
Senator Blease, of South Carolina, has introduced in the 
Senate S. 1707, a bill to amend section 15 of the interstate 
commerce act by adding at the end of paragraph 1 thereof 4 
proviso to read as follows: 
Provided, That the right given in this section, as well as in any 
other section of the interstate commerce act, to prescribed minimum 


rates shall not be construed to prevent carriers, when they oan © 
so without violation of any other section of the act, from making 


rates competitive between the shippers served by such carriers an¢ 


the shippers in other sections competing therewith, the ni 
rate provision having no other force and effect than the preventio 
of violations of the interstate commerce act. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
( published by West Publishing Co., St. Paul, Minn.’ Copyright, 
1929, by West Publishing Co.) 


gieentO OOOH OO BOOBS OOOeOOOOI OOOO OOO OOO OEE ee 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of Errors of Connecticut.) A carrier is not 
an insurer against delay in transportation of goods, but the law 
ingrafts on its common-law duty to carry safely an implied 
entract to deliver the goods within a reasonable time.—Belkin 
ys. New York, N. H. & H. R. Co., 146 Atl. Rep. 846. 

The burden is on one suing carrier for damages by delay 
in delivering goods to establish defendant’s breach of implied 
contract to deliver them within reasonable time, and not on 
defendant to explain the delay.—lIbid. 

What is a reasonable time for delivery of goods by carrier 
is ordinarily a question of fact, not reviewable on appeal unless 
the finding is wholly unsupported by subordinate facts or results 
fom application of incorrect rule of law or standard of con- 
duct.—Ibid. 

Carrier contracting to deliver cars consigned to certain 
yerson on his private siding held not bound to place car con- 
signed to him on public siding immediately on learning after its 
rival that his siding was occupied.—Ibid. 

Carrier’s failure to move car until consignee, to whom it 
had contracted to deliver cars on his private siding, whcih was 
occupied when car arrived, agreed that it might be delivered 
om public siding, held not a breach of duty to consignee as mat- 
ter of law.—Ibid. 

Carrier’s failure to deliver car on public siding until about 
4% hours after consignee, whose private siding was occupied, 
agreed to delivery on public siding, held not a breach of duty 
to make such delivery within reasonable time as matter of law, 
in view of necessity of switching car three-quarters of a mile 
across constantly busy main line tracks.—Ibid. 


LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Georgia, Division No. 1.) Where the 
consignee of goods moving in interstate commerce on a through 
bill of lading brings an action against the terminal carrier on 
its common-law liability for failing to perform its part of the 
contract of carriage, and undisputed evidence shows that the 
entire goods were received by the initial carrier, and that there 
was a deficiency in the quantity delivered by the defendant 
company, but the evidence does not affirmatively establish where 
the loss occurred, there is a common-law presumption against 
the delivering carrier, and the burden is upon it to prove that 
the loss resulted from some cause for which it is not responsible 
in law or by contract.——Central of Georgia Ry. Co. vs. Clark 
Milling Co., 149 S. E. Rep. 77. 


CARRIAGE OF LIVE STOCK 


(Court of Appeals of Georgia, Division No. 1.) In action 
against carrier for damages to shipment of mules caused by 
carelessness or negligence of carrier in transit, where evidence 
sustained allegations that sickness and death of mules was 
caused by delay and improper handling by carrier, notice of 
aim by shipper was not required as condition precedent to 
recovery, and fact that bill of lading required shipper to inform 
carrier in writing of any injury to live stock before removal 
of live stock from carrier’s possession did not preclude recovery 
ty pant Southern Ry. Co. vs. Atlantic Ice & Coal Co., 149 
5‘. H. Rep, 71. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1929, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Sixth Circuit.) Though purpose 
of railroad, if contract was approved by Interstate Commerce 
ommission, was to surrender use of property for individual 
Station facilities, to terminal company for new station, mere 
stanting of permission to terminal company to do certain work 
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that would facilitate the work of building new station if con- 
tract was approved by Commission, and on condition, if it was 
not approved, there would be a restoration of the property, and 
with reservation that work to be done should not unreasonably 
interfere with use of property by railroad, was not an “aban- 
donment” by railroad of its station site, in violation of trans- 
portation act (49 USCA, sec. 1, par. 18); “abandonment” not 
meaning a partial disuse with an intention to complete it on 
a contingency, but meaning a final relinquishment, or giving up 
without intention of resuming; Gen. Code Ohio, secs. 504-2, 504-3, 
relating to approval by Ohio Public Utilities Commission, and 
sections 8806 to 8809, requiring approval by stockholders, being 
inapplicable.—Wheeling & L. E. Ry. Co. vs. Pittsburgh & W. V. 
Ry. Co., 33 Fed. Rep. (2d) 390. 

Injunction by minority, stockholder, to restrain railroad 
from abandoning its passenger station site and from entering 
into contract with terminal company for construction of new 
terminal thereon, held not warranted under Clayton act, sec. 
16 (15 USCA, sec. 26), where work of terminal company in con- 
structing new station had reached such a stage that it would 
be seriously delayed, unless it could be carried on according 
to plan which required that certain work should be done upon 
premises involved, and it appearing that holding up of work 
would result in serious financial loss to terminal company, and 
that stockholder was in no danger of suffering any injury or 
damage from doing of the work.—lIbid. 

Rule that, when issue of preliminary injunction rests on 
discretion of trial judge, his exercise thereof will not usually 
be reviewed, does not apply when it is fairly apparent that he 
was moved by rule of law with which appellate court is unable 
to agree.—Ibid. 

Whether agreement of railroad to abandon passenger site 
and enter into contract with terminal company for construction 
of new terminal thereon constituted an abandonment of rail- 
road’s station site, in violation of transportation act (49 USCA, 
sec. 1, par. 18), held a legal question, as regards review of trial 
judge’s discretion granting preliminary injunction restraining 
railroad from entering into such contract.—Ibid. 





(Supreme Court of Idaho.) Const. art. 11, sec. 5, declaring 
all railroads public highways, does not apply to logging rail- 
roads, which are not “common carriers” merely because of their 
exercise of right of eminent domain to secure rights-of-way 
under art. 1, sec. 14, par. 1—Codd et al. vs. McGoldrick Lumber 
Co., 279 Pac. Rep. 298. 





(Court of Appeals of Georgia, Division No. 2.) A carrier 
of goods is not ordinarily entitled to demurrage on cars held 
at destination, where it has not delivered or offered to deliver 
the shipment at such a point as will enable the consignee to 
accept it with reasonable facility and convenience.—Seaboard 
Air Line Ry. Co. vs. Daugherty-McKey & Co., 149 S. E. Rep. 92. 

Where one of two connecting carriers assesses demurrage 
when the same has not accrued, and the shipment is thereafter 
diverted to the line of the other carrier, who collects the de- 
murrage at final destination, the latter may be held liable in 
damages to the injured party upon allegation and proof that 
the delivering carrier participated in making the assessment, 
or knew of its illegality at the time of collection. Fairly con- 
strued, the petition in this case impliedly alleged each of these 
facts.—Ibid. 

Where a consignor has sold at delivered prices, and de- 
murrage has been illegally exacted of the purchaser at destina- 
tion, the consignor is a proper party to sue.—Ibid. 

The petition set forth a cause of action, and the general 
demurrer thereto was rightly overruled.—Ibid. 


CLEVELAND TERMINAL CASE 


Application has been made to the Supreme Court of the 
United States for a writ of certiorari to bring before that 
tribunal No. 401, Pittsburgh & West Virginia vs. Wheeling & 
Lake Erie et al., from the circuit court of appeals for the sixth 
circuit for review. The litigation is that begun by the Taplin 
interests, controlling the Pittsburgh & West Virginia, to pre- 
vent the consummation of plans whereby the Ontario Street 
station property of the Wheeling & Lake Erie is to be taken 
over and incorporated in the new terminals in Cleveland, O., part 
of the consideration for which transfer is to be a lease whereby 
the Wheeling & Lake Erie, ultimatley, is to become a user of the 
new terminal. 

The federal court for the northern district of Ohio enjoined 
an agreement by the Wheeling & Lake Erie with the Cleveland 
Terminals Building Co. for the use of the Ontario Street Station 
property but the circuit court of appeals dissolved the injunc- 
tion. The applicant for the writ contends that the proposed 
contract is an aid to the terminals building company and that 
a lease to it of the Wheeling & Lake Erie’s property requires 
the consent of the stockholders of that company which, it is 








PAGE 690 





asserted, has not been obtained, because of the finding by the 
Interstate Commerce Commission that the Nickel Plate, New 
York Central and the Baltimore & Ohio acquired the stock of 
the Wheeling & Lake Erie in violation of the Clayton anti-trust 
law. 


COAL DIFFERENTIALS TO EVANSTON 


In substance, the question presented to the Commission in 
Docket 22185, Marquette Coal and Mining Company against the 
C. & N. W. and others, is as to whether a railroad is liable for 
damages in the event its compliance with an order of the Com- 
mission results in a situation that is unduly prejudicial of one 
shipper and unduly preferential of another. That is, the situa- 
tion will come to that in the event the Commission agrees that 
the third section of the act was violated. 

The complainant is a distributor of coal, served by the 
C. & N. W. from its Weber station in Evanston, IIl., just north 
of Chicago, according to the testimony of W. W. Robson, presi- 
dent of the company. For several years prior to June 5, 1927, 
the same rates applied to Weber as to the Rogers Park sta- 
tion of the C. & N. W. and the Howard Street station of the 
Milwaukee (the northernmost stations in Chicago) on shipments 
of coal from Indiana, Kentucky and the eastern coal fields. 
That was 10 cents and 20 cents over the flat Chicago rates on 
bituminous and anthracite, respectively. But on that date the 
rates applicable to shipments for delivery to Weber were made 
37144 cents over the flat Chicago rate, as a result of the Com- 
mission’s order in Docket 11224, Chicago Coal Merchants’ Asso- 
ciation against the A. T. & S. F. and others. Later, on rehear- 


ing in the same case and a sub-number, the Commission re-. 


quired the establishment of rates to Weber at the differ- 
entials of 10 and 20 cents over the flat Chicago rates. Rates in 
compliance with that order took effect April 8, 1929. Repara- 
tion to the basis last prescribed, on the shipments that moved 
in the period during which the Webber rates were 37% cents 
over the Chicago bituminous rates is sought, on the grounds 
that the complainant was in competition with the Chicago yards 
and had to absorb the difference in freight rates. The trans- 
portation service was greater in making delivery to the Rogers 
Park station than in making delivery to Weber, according to 
the complainant’s testimony. 

C. A. Shank, traffic manager, National Brick Company, in- 
tervened, requesting reparation to the same basis sought by 
the complainant on shipments to a plant of his company which 
is served from the Webber station. 

A. F. Cleveland, vice-president in charge of rates and divi- 
sions, C. & N. W., tetsified that since 1919 no changes had been 
made in the rates involved except as required or authorized by 
the Commission. Following a history of the rate situation, in 
which he pointed out that, in the period prior to 1919 Weber 
had taken lower rates than Rogers Park, as a part of the car- 
rier’s voluntary adjustment, he declared: “What I am trying 
to convey is that each and every change in rate at Weber was 
made as the result of an order of the Commission.” The ad- 
justment had been out of the hands of the carriers for the last 
ten years, he insisted, and the Commission had denied repara- 
tion in its order changing the rate. 


STOPPAGE IN TRANSIT 


Shipper representatives at the hearing at Chicago, Septem- 
ber 17, on the proposal of the Central Freight Association to 
revise rules and regulations covering stopping of cars in transit 
to unload partly or to complete loading, did not express them- 
selves as enthusiastic over the proposed changes. In response 
to statements by a number of those present to the effect that 
sufficient time had not been allowed to study the proposals, and 
because of the inadequate accommodations afforded by the 
hearing room for the approximately 150 in attendance, it was 
decided to hold a further hearing, which was tentatively set 
for November 22, at the Palmer House, Chicago, the day follow- 
ing the annual meeting of the National Industrial Traffic League. 

In a preliminary statement, L. E. Oliphant, assistant chair- 
man, Central Freight Association, explained that the proposed 
revision was prompted by belief on the part of the carriers that 
the existing rules were inadequate and were abused. In general, 
he said, the plan was to substitute 14 new rules for the three 
rather broad rules in effect. The proposed revision had had 
the careful consideration of the carrier representatives, he said; 
but as to the proposal to increase the charge for the stop-off 
from $6.30 to $10, that had not been considered further than 
to place it on the docket, in recognition of the fact, the carriers 
believed, the existing charge was inadequate. 

In view of the understanding that there was to be a further 
hearing, which was reached early in the meeting, the discussion 
was limited largely to the expression of views of a general 
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nature that might be of assistance to either the carriers or th. 
shippers in preparing for the later hearing. 

In answer to a question as to whether it was the purpose 
to blanket all carriers in the territory with uniform practices 
with respect to the stop-off, Mr. Oliphant said the proposal gig 
not contemplate causing any carrier that did not now allow the 
practice to do so, but that it was the intention to bring aboy 
uniformity among the rules now in effect. 

Detailed objections to the proposed changes were presented 
by W. B. Daly, representing the Kroger Grocery and Baking 
Company, Cincinnati, who prefaced his remarks with the state. 
ment that his company had shipped 2,200 “stop-off cars” lag 
year, and that contracts for this year would increase that num. 
ber to about 3,700. He protested the proposed inrcease in the 
applicable charge, saying that if it took effect his company 
would be forced to use trucks from the point at whcih the cars 
were partially unloaded. Similar statements were made by 
numerous others. Among other things, it was pointed out that 
the stop-off was usually made in small towns, where the switch. 
ing service was small, and that a charge of $10 would exceeg 
that applicable to reconsignment or to switching charges in the 
territory generally. 

That there was a close relationship between the rule ap. 
plicable to the stop-off privilege and those applicable to demur. 
rage and reconsignment was insisted on by H. D. Rodehouse, 
Republic Iron and Steel Company, Youngstown, O., who is chair. 
man of the demurrage and reconsignment committee of the 
National Industrial Traffic League. A proper consideration of 
that relationship, according to him, would not admit of the pro. 
posed increase. 

“It occurs to me that in the near future the carriers yill 
be glad to give this service without any charge at all,” said 
W. H. Perry, traffic manager, Pillsbury Flour Mills. Truck 
competition would compel that, he thought. 

On the other hand, a communication presented by E, F, 
Lacy, assistant treasurer, National Industrial Traffic League, in 
behalf of a representative of the milling industry at Minneap. 
olis, was to the effect that it would not object to the increased 
charge if the carriers would accept the responsibility of super. 
vising unloading at the stop-off point, checking the goods and 
otherwise protecting the shipper’s interest. 

In concluding the hearing, Mr. Oliphant offered a number of 
suggestions for consideration by the shipper representatives 
prior to the next hearing. Under the existing rules, the shipper 
has the benefit of the carload rate from stop-off point to final 
destination at less than the less-carload rate would be, under 
certain conditions, he pointed out. Another objection was that 
the existing rules created a pronounced tendency to cause traffic 
to be forwarded over circuitous routes, and in addition the 
practice could not be policed except at great expense and it 
was difficult to determine liability in case of shortage in the 
contents of the car at final destination. He suggested that it 
would be helpful if the shippers would compile statements of 
the number of cars they had shipped on which the privilege 
had been availed of for a year ending August 31, segregating 
them as to whether the stop-off was at a small or large city. 


HOCH-SMITH IRON AND STEEL 

The New York State Chamber of Commerce has petitioned 
the Commission for rehearing, reargument, or reconsideration 
in No. 17000, part 6, iron and steel articles, with respect to 
that portion of the report and order in which it has determined 
the basis to be employed in making rates to and from New 
York City and its environs and to and from Philadelphia and 
Baltimore. It is contended that different treatment of Phila- 
delphia and Baltimore to that accorded the New York terminal 
district is unfair and prejudicial to New York and that if ten 
additional miles are not to be added at Philadelphia and Balti- 
more, the rates to and from New York should be based upon 
the actual rail distances to and from representative freight 
stations in the New York terminal area. 


HOCH-SMITH RELIEF FOR FISH 

Senator Metcalf, of Rhode Island, has reintroduced his joint 
resolution, now numbered S. J. Res. 71, providing for amend: 
ment of the Hoch-Smith resolution so that products of fisheries 
would be included with live stock in the third or “depressiol 
paragraph of the resolution. The Senate passed the fish reso 
lution at the last session of Congress but the House committee 
on interstate and foreign commerce did not act on the measure. 


AUTO COMPLAINT DISMISSED 


The Shipping Board has dismissed the complaint in No. 4 
I. Montefiore Levy vs. Eastern Steamship Lines, Inc., ass 
the rate charged on an automobile between New York and 
Boston, for the reason that complainant failed, after due notice, 
to appear in person or by counsel at the hearing. 
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Ocean Shipping News 





OVERSEAS FREIGHT MARKETS 


The Trafic World New York Burcau 


Full cargo markets in the last week have continued with 
practically no change from the several preceding weeks. Space 
on regular liners has been adequate for the needs of shippers, 


with the result that there has been little demand for vessels on™ 


a charter basis. Overseas purchases of grain apparently are 
able to get supplies at better prices in the Argentine and else- 
where than in this country. In consequence the inquiries for 
shipments here are few and far between. Freight rates are 
not high enough to attract vessels in ballast for return cargoes, 
and this has prevented an accumulation of surplus ships in 
American ports. Markets at the moment are on a hand to 
mouth basis, with only slight fluctuations in rates. 

Nominal quotations on heavy grain are as follows: from 
Montreal, for early October loading, 2s 6d to the United King- 
dom, 11 cents to Antwerp-Rotterdam, 12 cents to Hamburg- 
Bremen, 16 cents to the Mediterranean; for late October and 
November loading, 2s 9d to 3s to the United Kingdom, 12 to 
18 cents to Antwerp-Rotterdam, 13 to 14 cents to Hamburg 
Bremen, and 17 to 18 cents to the Mediterranean. 

Brokers are optimistic for a moderate improvement in the 
near future, expecting a decline in Argentine grain shipments 
together with a revival in purchases in this country. 

The fixture of a vessel from Hampton Roads to West Italy 
for coal at $2.35 a ton is reported. This is not considered a 
good measure of the market, however, and further inquiries 
are mentioned for October-November loading at $2.75 a ton. 
Inquiries for vessels to the River Plate at $2.90 a ton have failed 
to arouse interest among shipowners, and it is thought that an 
additional 15 to 20 cents will have to be paid. 


Contract Rate System 


References to the contract rate system adopted by the Far 
East Conference contained in a circular letter sent to shippers 
by Hans Isbrandtsen, president of the Isbrandtsen-Moller Com- 
pany, Inc., which operate a non-conference service from New 
York to Far Eastern ports, is interesting in connection with 
the injunction proceedings started by the United States Navi- 
gation Company against members of the North Atlantic-United 
Kingdom Freight Conference. 

After mentioning the growth of the business of the line 
from small beginnings, the maintenance of regular sailings, 
and the construction of new vessels specially designed for the 
trade, the letter says: 


Shortly after the commencing of our service, the lines constitut- 
ing the Far East Conference required shippers to the Far East to 
sign contracts with them for their shipments. Among other things, 
these contracts provide that in order not to be penalized, shippers 
should not ship by any vessel not entered in the conference. 

It is no secret that this move is instituted for our benefit. We 
seek no quarrel with the Far East Conference or with anyone else 
who tries to give service on the high seas. 

Conferences and the various tactics sometimes adopted by con- 
ferences may be good or bad, depending upon the view one takes. 
We have our own opinions about the conference contract system, 
which forces contracts on people who do not ask for them. We think 
that such a method is not for the benefit of the trade in the long run. 

Our pedple have always had enough elbow room during the many 
generations they have found their living from shipowning and have 
always had competition. We believe that sound competition in trans- 
— of freight is as justified as healthy competition in selling 

s, 


Lumber Situation 


A meeting of representatives of the United States Inter- 
coastal Lumber Conference lines and lumber shipping concerns 
is to be held in San Francisco about the end of the month. 
The lumber situation is reported to have been unsatisfactory 
since before the rate was thrown open July 1. Since then some 
lines have been reported taking lumber at $9, but at present all 
of the lines are reported to be holding at about $10, while a 
few are getting a slightly higher rate. 

Robert C. Thackera, chairman of the conference, is on his 
way to the Pacific Coast to preside at the meeting and to hold 
other conferences with a view to stabilizing lumber rates now 
that a solution of the difficulties of the westbound conference 

been worked out. Just before his departure Mr. Thackera 
announced that the open rate on lumber would be continued 
through November. 

When the open rate was first announced two of the large 
lumber groups operating their own ships raised the price of 
lumber 50 cents to $1.50 a thousand feet, thus offsetting the 


decline in receipts of their transportation services due to the 
reduction of the rate from $14 to $9 or $10 per 1,000 feet. 


Venezuela Parcel Post 


The Merchants’ Association is advised that parcel post 
officials at Maracaibo, Venezuela, have been instructed to en- 
force strictly the regulations concerning invoice declarations 
for parcel post packages entering Venezuela. It is, therefore, 
necessary to declare not only the net and gross weight, but 
also the legal weight on parcel post shipments to Venezuela. 
The penalty of 15 per cent of the duty is imposed on exporters 








CAPTAIN ROBERT DOLLAR CELEBRATES 





P. & A. Photo 

Captain Robert Dollar, dean of the shipping world, and his wife, 

celebrated their fifty-fifth wedding anniversary September 11, at 

their home in San Rafael, Calif. The romance of Robert Dollar 

and Margaret Proudfoot began when Dollar was working in a 
lumber camp in the northwest. 








failing to declare the three required weights, and certain Amer- 


ican exporters have already been heavily fined for non-compli- 


ance with these regulations. 
Merger Abandoned 

Plans for merging all of the foreign freight forwarding and 
customs brokerage firms in Philadelphia into a single organiza- 
tion have been abandoned. Members of the Philadelphia Cus- 
tom House Brokers and Freight Forwarders’ Association at a 
special méeting indicated their preference for some method of 
bringing about closer co-operation and the matter is to come 
up again at a regular meeting when the entire method of con- 
solidated carload shipments is to be discussed. 


U. S. Lines Change Terminal 


Transfer of the German terminus of the United States 
Lines from Bremerhaven to Hamburg is announced by the com- 
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pany, to become effective with late December sailings from conditioned. New vessels and reconditioning will be provideg de 
New York. The first vessel to sail under the new schedule is by American ship yards. in 
to be announced shortly. “For several weeks the interdepartmental committee ap- pr 
The change of terminals has been under consideration ever pointed by the President to advise the Post Office Departmen: ch 
since the line was purchased from the government last spring, with respect to the duties enjoined upon it by Congress in the pit 


administration of the merchant marine act of 1928, has had under 
consideration two bids for carrying the mails from New Orleans 
to ports on the East Coast of South America. 
“One of the bids, that of the Mississippi Shipping Company 
Inc., of New Orleans, Louisiana, offers to carry the mails in st 


and it is believed that further changes may be expected in the 
European arrangements of the line with a view to putting it in 
a better position to command its proper share of the passenger 


traffic. 
Hamburg is considered a much more advantageous port 





than Bremen by reason of its closer proximity to Berlin and its Class 6 vessels for $2.50 per mile. The other bid, that of the = 
modern and commodious ship terminals. The port also is a Munson Steamship Line, of New York, offers to carry the mails = 
great transshipment center and will afford better opportunities in Class 6 vessels for $2.00 per mile. The difference between - 
for freight traffic than Bremen. Being somewhat nearer the the two bids for a ten-year contract period would am 
center of Europe and having better rail connections than the to approximately $1,118,715.00. be an 
former port, it is regarded as a much better port for embarking “The vessels of the Mississippi Shipping Company, which | - 
and discharging passengers. am informed is owned by citizens of New Orleans, were pur. 
The shift also will avoid direct competition between the chased from the United States Shipping Board with the assur. _ 
Leviathan and the two companion liners to be built later with ance that the purchaser would be awarded a mail contract » 
ese d gg vn a North — Lloyd, which repre- a aoe rw the merchant ote act of 1928. - 
8 e Unite ates Lines in Germany. “On the other hand, section 406 of the merchant marine act 
Since the acquisition of the United States and American of 1928 requires the Postmaster General, before making any - 
re Saag lines pA _ age one agen it has et at contract for carrying ocean mails, to invite competitive bids by ' 
various times that Havre wou e substituted for Cherbourg public notice in the daily newspapers in the cities of Boston 
as the French port of call for the Leviathan and the two new New York, Philadelphia, Baltimore, New Orleans, Charleston, . 
orogens vagtle Beng line have declined thus far, how- — ——- eens, Conon. oe and Mobile. shi 
" . “Section Oo e merchant marine act of 1928 is a 
‘ “7 . known — Joseph E. ey” executive vice-president follows: : in 
of the line, made a survey of the avre port improvement 
project when he was European director of the Shipping Board uate ——- a eee, hd ae — Ra: come this title i 
‘ ‘ re apecelagy ; i s » in e ju j 
and was impressed with the possibilities of the port as a liner postmaster General, possesses such qualifications as “3 tou Sane mé 
terminal. performance of the mail service under the contract. in 
‘ Harbor Workers’ Agreement “The Comptroller General has advised the Post Office De- the 
The working agreement between the North Atlantic Con- partment that contracts for the carrying of ocean mails must be rat 
ference lines and the harbor workers’ organizations has been awarded to the lowest responsible bidder. by 
renewed for the year beginning October 1 under exactly the “I need not say that the Post Office Department is wholly pol 
same conditions as those prevailing during the past year. Un- in sympathy with the general policy of the merchant marine acts dis 
der its terms longshoremen receive 85 cents an hour regular of 1920 and 1928; to wit, the policy of establishing and main. 
pc . oo of Gn tegyed +a ye $1.30 an hour for taining an American merchant marine. the 
overtime, Sunday, and holiday work. e agreement also ap- “I need not say that the Postoffice Department in the mat- all 
plies to cargo repair men, and carpenters and all other water- t ss : : Ch 
. er of administering the merchant marine act, as in all other 
front workers employed by the lines. The longshoremen had . tra 
: : matters, stands ready to carry out the will of Congress as en- t 
asked for increases of 5 cents an hour regular time and 10 , ig ee ra 
‘ -. _ acted into law. It is indispensable, however, that we should ben 
cents an hour overtime, and the other groups had asked for know precisely what the mandate of Congress i aff 
similar advances as well as slight changes in working con- a — . or - - lar! 
ditions. In view of the widely divergent constructions which have tan 
Rail and Water Tariff been a upon bn various laws relating to the nmerchant =. 
Neal M. Leach, vice-president of Swayne and Hoyt, op- ie A gg ngage A ag my oll: Aa ese se 
- ae opted a resolution, a copy of which is transmitted herewith. tior 
erators of the Gulf-Pacific Line, announces that a new tariff I am of th . < F 
: j : = e opinion that the course recommended by the inter- of 
providing for through rail and water rates from inland territory de t * me 
a : ; partmental committee should be followed, and hope that Con- I 
east of the Mississippi River to South Pacific Coast ports via * : vol 
gress, by an appropriate amendment to the merchant marine act it : 
the Gulf-Pacific and Luckenbach Lines will be filed with the of 1928, will make it clear whether in the award of ocean mail por 
pre mag Aaa Ag er esa sag gli Be ype ee —— contracts under the provisions of that act preference is to be pe 
tHe . lly Magy 4 J y r- given to locally owned shipping lines operating vessels pur- Py 
ward. Originating lines participating in the tariff will be the 1 * nee 
* : pe chased from the United States Shipping Board, or whether such mel 
Chicago and Eastern Illinois, Chicago and Alton, Monon, Illinois contracts shall be awarded to the lowest responsible bidder, re- Por 
Terminal, and the delivering lines will be the Louisville and  ardiess of present or previous ownershi an vessels offered Ind 
Nashville, Mobile and Ohio, and the New Orleans and North- for service.” P we 
eastern Railway. Rates will apply via both New Orleans and : : : : 3 
Mobile. It is expected that additional originating lines will The resolution of the interdepartmental committee follows: 
become parties to tariff shortly after October 15. Whereas it is claimed on behalf of certain shipping companies 
sca asic which have purchased vessels from the United States Shipping Board, ‘ 
that such purchase was made with the assurance that such com- Ing 
OCEAN MAIL CONTRACTS | agp —— be Pngeoe yo —_ contracts under the provisions of dec 
Revision of the ocean mail contract provisions of the Jones- ‘ inn whevens it a turther "claimed on behalf of said shipping La 
White merchant marine act of 1928 has been recommended in a ae aa oe ee peed SS Ee a en = 
* s $ * * ss ior e Ww Tr Ss to suc Cc ’ Vi 
a resolution submitted to President Hoover by his interdepart- aa Whewaan’ tee Posimaaer General, in accordance with the ee 
mental committee on ocean mail contracts. Pending such re-_ provision of section 406 of the merchant marine act of 1928, has 
vision the committee feels that the Postmaster-General should a ee bn Ped —. = 3 malls on certain —_— a 
s ry ‘8 routes oO e n ic ave urcna yes- 
reject all pending bids for mail contracts under the provisions . 4), feoun the Celtel Menten Shipping Board, . 
of the merchant marine act of 1928. And whereas in at least one case the company operating vessels ‘ 
The situation dealt with by the committee was outlined in oe + sgga from the Shipping Board is not the lowest responsible 
: idder, 
a letter from Walter F. Brown, Postmaster-General, to President And whereas section 407 of the merchant marine act of 1928 anc 
oe which was attached the resolution adopted by the provides n ack _contract for the carrying of ocean mello unter Oe tha 
com e. itle sha e rde e e o, in the 
“ ” : the Postmaster General, possesses such qualifications as to insure of :; 
I have the honor to —_ Said Postmaster-General Brown proper performance of the mail service under the contract;” Oly 
in his letter to the President, “that since the passage of the Be it resolved by the interdepartmental committee that the Post- to 
merchant marine act of 1928 the Post Office Department has —— rage be — - | age a ——, bids ee — 
$ : $ racts under e provisions oO e merchant marine act 0 ’ 
awarded ager gw Rarer — — Pe ale Say annual that further action under the provisions of said act be deferred — vid 
expenditure of $12,561,249. Expenditure of all o € moneys Congress shall have had an opportunity to clarify existing legisla- Ala 
appropriated by Congress pursuant to the provisions of that act tion with respect to the award of ocean mail contracts. ie 
has been authorized except $3,194,312 of the deficiency appro- The question of revision of the ocean mail contract provl 
priation of 1930. sions of the Jones-White act will not be taken up until the Por 
“The contracts already awarded require the placing in regular session of Congress that will begin in December. It the 
service of forty-one larger and faster vessels than those now in’ is regarded as probable that President Hoover will refer to the e 
service, and the equipping of four vessels already in service with matter in his message to Congress. _ 


refrigeration, and with facilities for carrying passengers. Ten 
new vessels will be supplied and others will be completely re- 


Senator Fletcher, of Florida, member of the Senate com: 
merce committee, sees no necessity for revision of the law but 
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rather the elimination of “wasteful and unwise” contracts un- 
der the law. He thinks it was the main purpose of Congress 
in enacting the Jones-White law to encourage private enter- 
prise to take over the government-owned lines and that pur- 
chasers of Shipping Board lines, such as the Mississippi Ship- 
ping Company, are entitled to mail contracts. 


RICE TO PORTO RICO 


There is no provision of the shipping act that can be con- 
strued to forbid a carrier to meet competition or to enlarge the 
scope of patronage and its volume of business if it can do so 
without unfairness to those whom it serves, says the Shipping 
Board in its decision in No. 47, Board of Commissioners of the 
Lake Charles Harbor & Terminal District vs. The New York 
and Porto Rico Steamship Co. The board found that the prac- 
tice of the respondent carrier in establishing and maintaining 
rates from New Orleans on clean rice originating at interior 
Louisiana points and destined to Porto Rico, designed to extend 
to such traffic the same or lower through rate as for transporta- 
tion of clean rice via Lake Charles and thence by other carriers 
to Porto Rico was not shown to be violative of section 16 or 18 
of the shipping act, as alleged. (See Traffic World, Septem- 
ber 14.) 

The complainant alleged that in connection with shipments 
of clean rice originating at interior Louisiana points destined 
to Porto Rico the respondent violated sections 16 and 18 of the 
shipping act. 

“The gravamen of the complaint,” said the board, “is that 
in respect to such shipments the respondent charges for trans- 
portation from New Orleans to Porto Rico rates which when 
added to the rail rates from the points of origin to New Orleans 
make the total rate from point of origin to destination as low and 
in some cases lower than the through rate via Lake Charles, 
thereby inducing movement of clean rice through New Orleans 
rather than through Lake Charles. This practice, it is alleged 
by the complainant, is unjust and unreasonable and subjects the 
port of Lake Charles to undue and unreasonable prejudice and 
disadvantage.” 

In its conclusions, the board said: 

Prior to the opening of Lake Charles as a port in November, 1926, 
the record shows that the respondent carrier transported practically 
all of the rice produced in southwestern Louisiana east of Lake 
Charles which was shipped to Porto Rico. In an effort to retain such 
traffic the respondent carrier has met or gone below the through 
rates NOW obtainable via Lake Charles. This situation is manifestly 
beneficial to the shippers concerned for the reason that they are 
afforded two routes for the movement of their product; and particu- 
larly so in that the route via New Orleans is shorter in total dis- 
tance by from 94 to 213 miles, depending upon point of origin. Re- 
garding the contention of the Port of Lake Charles that because of its 
geographical location it is the normal outlet for shipments of clean 
tice to Porto Rico and extending to that contention every considera- 
tion to which it may be entitled, yet there is manifestly no provision 
of the shipping act which can be construed to forbid a carrier to 
meet competition or to enlarge the scope of its patronage and its 
volume of business if it can do so without unfairness to those whom 
it serves. The respondent does not now and never did serve the 
port of Lake Charles, and the complainant presents nothing to show 
that the rates involved are unremunerative or that they in any 
manner burden other traffic in the carriage of which the respondent 
js engaged. Nor does the complainant show that the respondent’s 
membership along with other carriers in the U. S. Atlantic & Gulf- 
Porto Rico Conference, referred to by the complainant as the West 


Indies Conference, has bearing in support of its allegation that the 
practice attacked is unlawful. 


PORT ARBITRARY DECISION 


Volume of traffic is undeniably a prime factor in construct- 
ing water transportation rates, says the Shipping Board in its 
decision in No. 46, Everett Chamber of Commerce et al. vs. 
Luckenbach Steamship Co. et al. The board found that respond- 
ents’ rule applying arbitraries of 121%4 cents per 100 pounds to 
Everett and 15 cents per 100 pounds to Bellingham, Olympia 
and Astoria was not shown to subject those ports to undue and 
unreasonable disadvantage in violation of section 16 of the ship- 
Ding act. (See Traffic World, September 14.) 

The complaint attacked the rules and regulations of the 
tespondents providing specified higher rates for cargo destined 
to Everett and Bellingham than for cargo destined to Seattle 
and Tacoma, Wash, By intervention the port of Astoria alleged 
that the same rules and regulations resulted in the imposition 
of a higher rate to that point than to Portland, Ore. The port of 
Olympia, Wash., made similar allegations with respect to rates 
to that port and Seattle and Tacoma. 
_ The board said the rules and regulations in question pro- 
Vided that the Pacific coast ports of Seattle, Tacoma, Portland, 
Alameda, Los Angeles Harbor, San Francisco, and Oakland should 

known as terminal ports, and that cargo destined to those 
ports should be assessed so-called terminal rates whether the 
carrier effected delivery from the Atlantic coast by discharging 
there direct or by transshipment. All other Pacific coast ports, 
including the complaining ports, are classified as non-terminal 
Ports, and, except as to San Diego, cargo destined to each of 
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such ports is assessed an arbitrary amount over and above the 
terminal rate whether the respondent carrier effects delivery 
by calling with its own steamer or by transshipment. 

The board was asked to order the respondents to cancel the 
arbitraries assailed, thereby giving the complainants and inter- 
veners terminal rates. The board said that in defense of the 
rules and regulations imposing the arbitraries the respondents 
directed attention to the lack of volume of tonnage moving 
over their lines to the complaining ports. For illustration, it 
continued, in the year ended August 31, 1928, the total tonnage 
both transshipped and direct carried by the respondents was 
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P. & A. Photo 


The above is a view of the partially completed $65,000,000 Cleveland 
Union Terminals project in the heart of downtown Cleveland, which 
has been in the process of construction and design for the last fifteen 
years. The ideas of a new union station just off the public square 
was evolved by the Van Sweringen brothers, Orris P. and Mantis J., 
two of the best known railroad financiers in the country. They began 
fifteen years ago to develop the project and after they had obtained 
financial control of the Nickel Plate Railroad, that road and the New 
York Central and Big Four became guarantors for the terminal pro- 
ject and organized the Cleveland erminals Company, which will 
operate the new station. In addition to these roads, other railways 
expected to come into the new station are the Erie, Baltimore and 
Ohio and the Wheeling and Lake Erie. The latter has been the 
subject of a long legal fight, hinging about its entrance into the sta- 
tion. As this photograph shows, the passenger trains will enter and 
leave the new station at a depressed level, running under streets and 
buildings using the station’s air rights. A large office building, known 
as the Terminal Tower Building (center of photo), a Medical Arts 
Building (at right), and the otel Cleveland (at left), have been 
erected on the station’s air rights. Others to follow in the same 
group will be a Builder’s Exchange Building, a public garage, and 
the Midland Bank Building. Several new streets have already been 
built above the station. First trains are scheduled to run into the 
station about January 1, 1930. All trains entering and leaving will 
be pulled by electric locomotives. The new station will be linked with 
a rapid transit system on the Nickel Plate similar to the Illinois Cen- 
tral System in Chicago. The new station, in fact, will act as a 
clearing house for railroads, rapid transit, interurban, and possibly 
bus and street car passengers. The new station will replace the old 
dilapidated lake front station now in use in Cleveland and which 
is well known to hundreds of thousands of travelers. 


ee 
as follows: Everett, 457 tons; Bellingham, 1,749 tons; Olympia, 
47 tons; Astoria, 246 tons. In its conclusions, the board said: 


Volume of traffic is undeniably a prime factor in constructing 
water transportation rates. As shown above the total amount of 
freight moved in a year to all four complaining ports in all the ves- 
sels of the eleven respondents was only 2,499 tons. Nothing of evi- 
dence warrants the conclusion that the assessment of the specified 
arbitraries on the traffic to the four ports has resulted in materially 
reducing volume or that their removal would substantially increase 
it. In the instant case, ee for the respondents’ arbitraries 
under attack manifestly lies in the small amount of freight moving 
to the complaining ports. Due to its lack of volume, practically all 
of the westbound tonnage carried by the respondents for the four 
complaining ports is transshipped at one of the northern terminal 
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eA/ORE than 10,000 copies of a beautifully 
KV4) illustrated, 32 page book entitled “Coal” 
="! were recently mailed by the Norfolk and 
Western Railway to retail coal dealers, consum- 
ers and others interested in Fuel Satisfaction. 
You should have received one of these unusual 
volumes, but if it failed to reach you, the coupon 
below, filled out or pinned to your letterhead 
and addressed to the Coal Traffic Department, 
Norfolk and Western Railway, Roanoke, Va., 
will bring another copy “in the morning mail.” 
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ports. And even when a vessel] of the respondents calls at one of 
these four non-terminal ports in order to load cargo eastbound, such 
cargo as that vessel may have brought westbound for that non-termi- 
nal port is usually transshipped at a terminal port. As shown by the 
respondents, the transshipment is a matter of practical necessity in 
order that their westbound operation may be completed before their 
eastbound operation begins. It is of course normally an important 
consideration to the carriers to have their vessels bare of cargo before 
starting to load for the eastbound voyage. : 

The -contention urged on behalf of the complaining ports that at 
least they are subjected to undue and unreasonable disadvantage by 
the arbitraries assailed when any of the respondents’ vessels dis- 
charge direct is not persuasive in view of the infrequency of direct 
discharge and the negligible amount of cargo so delivered.* Nor is 
there support for the further contention that the specified arbitra- 
ries on the cargo for Everett, Bellingham, Olympia and Astoria tran- 
shipped at San Francisco by the respondents Panama Pacific and 
Dollar lines subject them to undue and unreasonable disadvantage, 
in view of the slight amount of such cargof and the practical com- 
petitive conditions involved which these two respondents have to 
meet in order to participate in the carriage of the northbound traffic. 

The complaining ports are extended the same rates as the ter- 
minal ports on cargo loaded there by the respondents for their east- 
bound voyage. This cargo consists almost entirely of lumber, pulp 
and canned goods. The position of the complainants and interveners 
that since this eastbound cargo is substantial in amount the carriers 
should be required to treat them as terminal ports as to the inconsid- 
erable westbound cargo is untenable. The respondents’ custom of 
separating for rate-making purposes their westbound from their east- 
bound operations is defensible in view of the recognized dissimilarity 
of operating conditions in the eastbound and westbound trades. 





*In the case of Olympia, the 47 tons carried for that port during 
the 12-month period ending August 31, 1928, was all transhipped. 

+For the 12-month period, ending August 31, 1928, Everett and 
Bellingham cargo transhipped at San Francisco amounted to only 
88 and 194 tons, respectively. 


MAIL CONTRACT AND SHIP SALE 


Sale of the Gulf West Mediterranean Line of the Shipping 
Board to the Tampa Inter-Ocean Steamship Company, authorized 
by the board recently, has been held up on account of the 
developments in connection with the awarding of ocean mail 
contracts under the Jones-White merchant marine act. The 
Tampa company desires to have assurance that it will obtain 
an ocean mail contract before it takes over the line. The 
question of revising the ocean mail provisions of the Jones- 
White act is to be put up to Congress in December and in 
the meantime no new mail contracts probably will be negotiated, 
as the President’s interdepartmental committee on ocean main 
contracts feels that the awarding of new contracts should be 
deferred until Congress acts. 





SELLS SIX SHIPS 

The Shipping Board has authorized the sale of the steam- 
ships Cranenest, Conotton, Contoocook, Crawlkeys, Craincreek 
and Sag Harbor to Joseph F. O’Boyle, of New York, for the 
total sum of $191,500. These vessels are of the lake-built type, 
ranging from 3,364 to 3,630 deadweight tons each, and are 
equipped with reciprocating engines and Scotch coal burning 
boilers. All of the vessels have been in lay up for more than 
eight years. The prospective purchaser contemplates operating 
these vessels under the American flag for the carriage of wood 
pulp from Canadian provinces to the United States. 


OCEAN AGREEMENTS MODIFIED 


Modifications of ocean agreements filed by carriers with the 
Shipping Board in compliance with section 15 of the shipping 
act were approved by the board September 18 as follows: 

Norwegian American Line with Norway Mexico Gulf Line and 
Scandinavian American Line: Modification of agreement in respect 
to minimum freight rates from Norwegian ports to United States 
north Atlantic ports, approved by the board June _ 26, 1923. The modi- 
fication is to record the change of name of the Norway Mexico Gulf 
Line to that of Wilhelmsen Line. 

Calmar Steamship Corporation with Puget Sound Freight Lines: 
Modification of an agreement covering through movement of shipments 
from Baltimore and Philadelphia to Puget Sound ports via Seattle, 
approved by the Board March 26, 1929. By the terms of the agree- 
ment as approved transhipping expenses on lots of cargo under 100 
tons were prorated on a fifty-fifty basis by the carriers. Under the 
arrangement as modified transhipping expenses will be absorbed by 
the Puget Sound Freight Lines, inward wharfage to be absorbed by 
Calmar Steamship Corporation and outward wharfage by the Puget 
Sound Freight Lines. 

East Coast Colombian Steamship Lines: The modification of 
agreement in the form of an amendment to article 8 of the organic 
agreement of the conference, approved by the board July 3, 1929, para- 
graph 1 of which article is in the following words: 

“To secure the payment of any judgment which may be entered 
in any arbitration proceedings, as hereinafter provided, each of the 
parties hereto agrees to deposit through the secretary the sum of 
ten thousand dollars ($10,000) in cash, or the equivalent at par in 
approved United States government, state or municipal bonds, in 
such bank or trust company as may be designated by four-fifths 
(4/5) of the parties hereto, on the undertaking by such bank or trust 
eompany, if money be deposited, to issue and deliver to the secretary 
certificates of deposit therefor payable to the depositing party or 
order, and/or if bonds be deposited, to execute and deliver to the 
secretary and the depositing party trust receipts wherein said bank 
pe company shall agree to hold said bonds in trust on the con- 

ons:” 

The modification is an alternative and permits members of the 
conference to deposit approved bonds of the United Kingdom of 
Great Britain and Ireland with the secretary in lieu of cash or ap- 
proved United States government, state or municipal bonds. 
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NEW ORLEANS PORT RECORD 


For the first time in the history of New Orleans the gross 
tonnage of ocean vessels arriving in the port within a twelve. 
month period has exceeded 12,000,000 tons. The records of the 
Board of Commissioners of the Port of New Orleans for the 
fiscal year, which closed August 31, show that 3,157 vessels in 
deep-sea trades, with gross register tonnage of 12,454,641, ar. 
rived in that period, surpassing all records in the number of 
arrivals, their gross tonnage, tonnage using public wharves, and 
tonnage using private wharves. Likewise, in the river trade 
there were more arrivals of steamboats and barges than for any 
year since the creation of the port commission. None of these 
figures include vessels passing through the port or using 
wharves outside the port limits. 

For all classes of cargo vessels the average stay in port 
during the year was 5.41 days, bettering by a third of a day the 
record of 5.77 days on which New Orleans has based its claim 
as affording the fastest turn-around of any port in the United 
States. This average is for the total of 3,158 ocean sailings, 

Of 3,157 océan vessels arriving, 790 brought green fruit, 1,411 
brought general merchandise, 214 brought oil, 268 entered with 
cargo in transit, 338 arrived in ballast, and 27 were warcraft 
or non-commercial steamships. The total number of arrivals 
was 173 greater than in any previous year, There were 3,158 
departures in the year, likewise a large increase over former 
records. Tonnage of departing vessels is not recorded by the 
port commission. 

Seventy-seven per cent of the tonnage arriving in the port 
used the public wharves operated by the Board of Commission- 
ers of the Port of New Orleans, with a total of 9,251,547 out of 
12,454,641 gross register tons. At private industrial wharves 
and railroad terminals, 3,203,094 tons of shipping were accom- 
modated, indicating the large amount of full-cargo and bulk- 
commodity imports and exports, since all public wharfinger op. 
erations are confined to the state-owned wharves operated by 
the port commission. 

Arrivals of ocean vessels in the year were at the rate of 8.7 
a day, including an average of 2.2 vessels arriving daily with 
green fruit from the tropics. 

River craft arrivals reached a total of 4,813 for the year, or 
434 more than in the previous record year of 1927-28. These 
consisted of 3,188 steamboats and barges, 1,601 luggers and other 
power craft, and 124 miscellaneous vessels. 


FORD INQUIRY ENDED 


The Shipping Board has discontinued its investigation in 
No. 40, in re Ford Motor Company of Delaware. By resolution 
of September 25, 1928, the board instituted on its own motion 
a proceeding to inquire into the status of the intercoastal steam- 
ship operations of the Ford Motor Company with respect to 
compliance by that company with requirements of section 18 
of the shipping act and the board’s tariff regulations, requiring 
maximum rates to be filed. While the proceeding was pending 
the company filed in compliance with the act and regulations 
its maximum rates and charges covering the intercoastal com- 
mon carrier service now engaged in by it. The board therefore 
discontinued the proceeding. 


BEHAVIOR OF PRODUCE AT SEA 


An interesting experiment is oeing conducted aboard the 
General Steamship Corporation’s s.eamer Silverhazel, which left 
San Francisco last week on a voyage, the sole object of which 
is to determine the effects of sea voyages on fruits, vegetables 
and dairy products in transportation. Prof. E. L. Overholser, 
of the University of California, and Carl Spurlock, agricultural 
commissioner of Solano county, California, are in charge of the 
two laboratories that have been equipped aboard the refrig- 
erated vessel. Twenty-one tons of fruits, vegetables, and dairy 
products, including 50 varieties of fruits and six of vegetables, 
are being studied by the scientists. These have been packed 
in various ways, so that their behavior in different packages 
may be observed. It is proposed, for instance, to determine 
whether wooden or tin-lined containers are best for butter ship- 
ments, and to discover if any of the many experimental methods 
of packing used will do away with the necessity of trimming 
lettuce on its arrival in the Orient. The produce being studied 
was contributed by over 200 growers, and the laboratories it 
stalled and equipped by the Giannini Foundation of the Uni- 
versity of California, with the help of subscriptions from inter 
ested organizations and individuals. 


NEW INTERCOASTAL SERVICE 


A new intercoastal service for eastbound shippers is to be 
inaugurated this month by the Shepard Steamship Compaty, 
according to announcement by E. S. Clark, manager of the it 
tercoastal service of the General Steamship Corporation, P# 
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cific coast agents. Regular monthly sailings from Seattle, San 
Francisco and Los Angeles Harbor direct to New York, Boston 
and Philadelphia will be maintained. 

The first sailing in this service will be made by the “Sage 
Brush” from Seattle, September 25, from San Francisco October 
1, and from Los Angeles October 3. This will be followed by 
the “Sea Thrush” from San Francisco about October 31, to be 
followed by regular monthly sailings thereafter. The time in 
transit from San Francisco to New York will be 22 days, the 
announcement says. 

In addition to Seattle and Los Angeles, the vessels will 
receive cargo and load at Pier 41, San Francisco, State Products 
Terminal, Pier 48, San Francisco, and Encinal Terminals, Ala- 
meda. In New York they will discharge at Pier 52, North River, 
on the Manhattan side; at Boston at Pier 2, Army Base; and 
at Philadelphia at Pier 34, South. 


COMMERCE IN U. S. SHIPS 

In six months ended with June, American vessels carried 
32.7 per cent of general imports and 34.5 per cent of domestic 
exports, by value, in the water-borne foreign trade of the 
United States, according to the monthly summary of foreign 
commerce issued by the Department of Commerce. In the cor- 
responding period of 1928, the percentages were 32.4 for imports 
and 34.5 for exports, the latter being the same as for the 1929 
eriod. 
: In June American vessels carried 32,5 per cent of general 
imports, as compared with 33.4 per cent in June, 1928, and 33.8 
per cent of domestic exports as compared with 36.9 per cent in 
June, 1928. 


LOREE DEFENDS LIGHTERAGE 


The Traffic World New York Bureax 


Declaring that the report of Attorney-General Stevens to 
Governor Larson of New Jersey, relative to the petition to 
the Commission for the elimination of free lighterage service in 
the Port of New York contained numerous “inconsistencies,” L. 
F. Loree, chairman of the special commission on railroad freight 
rates in the New York Harbor, under appointment of Governor 
Roosevelt, said the Port of New York was one economic and 
geographical unit and its dismemberment would destroy the 
entire freight rate structure of the port. 

“While Attorney-General Stevens,” said Mr. Loree, “believes 
that a suit may be justified, he, nevertheless, in his report to 
the governor, fully recognizes that the group basis of making 
rates is part of the established rate system of the country, that 
the New York and New Jersey sides of the harbor are an 
economic unit, and that the development of the New Jersey side 
of the harbor and the New York side has been due to the 
treatment of the harbor district as a group for the purpose of 
railroad freight rates. 

“After consulting with our commission’s special counsel, 
Parker McCollester, I find it difficult to follow the reasoning of 
the Attorney-General of New Jersey, who, however, says his 
recommendations are not final and suggests the appointment of 
an investigating committee. There should be no controversy in 
this matter between the two states, especially in view of all of 
the litigation and hearings which have gone before and which 
unanimously adopt the principle of free lighterage in the port. 

“Should Governor Larson accept the recommendations of 
his Attorney-General and appoint a commission to investigate 
the economic aspects of the situation, I know that the New York 
State commission will be accorded an opportunity to present its 
views.” 

Iron and Steel Case 


Milton P. Bauman, chairman of the New Jersey traffic ad- 
visory committee, has sent a letter to the Port of New York 
Authority challenging several statements in the letter from the 
Port Authority to Governor Larson relative to the iron and 
steel case. Referring to the Port Authority’s declaration that 
there have been further specific groupings of stations made by 
the Commission’s order in important terminal areas the letter 
says: 

“You are challenged to name a single terminal area, other 
than the New York grouping, which the commission has named 
in the iron and steel report.” 

The letter asserts that the Port Authority erred in the 
eastern class rate case when it presumed, or permitted the 
Commission’s examiner to assume, that it was the spokesman 
for New Jersey industrial interests on domestic freight matters. 
_ As to the statement of the Port Authority that the examiner 
in the iron and steel case recommended “substantial equaliza- 
lon” of rates between New England and all sections of the 
Port district, the letter says: 

‘He distinctly recommends splitting the port into three 
stoups. No such grouping is proposed to and from New England, 
aad you should promptly clarify your statement to the effect 
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that there is ‘substantial’ equalization of rates between New 
England and all sections of the port district.” 

The executive committee of the Philadelphia Chamber of 
Commerce has directed M. R. Beaman, transportation com- 
missioner of the chamber, to join with the railroads in a peti- 
tion to the Commission to reopen the iron and steel case. In 
addition to filing its application for a reopening, the Chamber 
of Commerce will join with the various other trade and com- 
mercial bodies here in the movement. It was pointed out that 
the ruling of the Commission in this case has the effect of 
removing the present differentials and placing all rates between 
the ports and interior points on a strictly mileage basis. 


NEW ENGLAND RAIL SERVICE 


The presidents of the railroads of New England, through 
President George Hannauer, of the Boston & Maine, as chair- 
man of their committee, have reported to the New England 
Council the facts as to service and faciliites on the New Eng- 
land lines. 

The statement is probably the first of its kind ever made 
to the public of New England and represents a more active 
entry of the New England Council into the subject of New 
England’s transportation. The general statement by President 


NEW RAIL LINE OPENED 











P. & A. Photos 
When a locomotive tore through a papier mache mountain at 
Hackamore Junction in northern California recently, it signified 
the formal opening of the Southern Pacific’s new Alturas line. 
This line, which is an extension from Klamath Falls, forms a 
connection that gives the Southern Pacific a new route from 
Oregon and Washington to the east. Parties on special trains 

gathered at Hackamore Junction for elaborate ceremonies. 








Hannauer, as chairman, was supported by statements in detail 
by President Percy R. Todd, of the Bangor & Aroostook, Vice- 
President H. M. Biscoe, of the Boston & Albany, Mr. Han- 
nauer, as president of the Boston & Maine, President E. W. 
Beatty, of the Canadian Pacific, President J. J. Pelley, of 
the New York, New Haven & Hartford, and Vice-President 
George L. R. French, of the Rutland. Because of the absence 
of Sir Henry Thornton, president of the Canadian National, of 
which the Central Vermont is a subsidiary, no statement was 
available from that railroad. 

“The fact is,” President Hannauer said, “that New Eng- 
land’s railroads today constitute an important element of strength 
to New England in industry, in agriculture, and in the field of 
recreation. The improved New England lines are capable of 
providing service that will materially help these major interests 
to prosper and expand.” 

He made known for the first time that the expenditures by 
New England railroads for improvements in 1929 will aggregate 
approximately $60,000,000 instead of the $45,000,000 figure pre- 
viously estimated, adding that “this improvement work is in 
a large measure responsible for the improved service. The 
New England railroads today are in every particular equal to 
the average of those of the country, and probably are ahead of 
the average; and they are rapidly reaching a condition where 
they will equal the best that can be found in this or in any 
country.” 







































































PAGE 698 


In freight service, he said, “the schedules have been made 
almost as regular as a passenger schedule. At the same time, 
this speed has been stepped up very substantially until today 
the New England shipper reaches his market on schedules equal 
to the best of any section of the country. Speed plus regularity 
in service has enabled him to cut his inventories as low as 
industry can cut them anywhere.” 

He said that “the improvements in service which resulted 
in the more rapid movement of cars were worked out by the 
railroads very largely without suggestions from the shipping 
public. On all sides we are assured that this improved freight 
service has been a decided factor in stimulating New England 
business, and, if service is really so important to the shipper, 
it is thought that he would profit by giving his needs more 
study and by keeping in touch with his railroad to the end that 
the railroad may meet his wishes as far as it is practicable to 
do so.” 

In passenger service, the New England railroads, he said, 
have provided “better and safer equipment and better ballast 
has been laid. The schedules of passenger trains have been 
speeded up and their regularity brought to a point never before 
known. * * * The railroads would urge that the advertising 
material put out by the various public bodies and those interested 
in recreation make some reference to the improved railroad 
service that is now provided. We note such publicity usually 
mentions only the highway. 

“The policy of the New England railroads as to freight 
rates is to maintain bases that will yield a fair return, and at 
the same time permit New England industries to compete suc- 
cessfully in the markets of the country. The best results will 
be obtained by handling rate questions between representatives 
of the shippers and representatives of the carriers across the 
table. The outcome is certain to be more satisfactory to both 
sides than if rates are made for us arbitrarily by some public 
body. 

“The law provides that rates shall on the average yield a 
certain’ return on the railroad’s investment, so that the rail- 
road’s. chief. interest is in the total-revenues rather than in 
the’ question of what each particular individual community or 
commodity shall pay. This means that we are primarily con- 
cerned with the rate structure as a whole. 

“In practically every New England state, there exist organ- 
izations which cay render service to shippers in the interest 
of cooperative‘ effort. I know that considerable has been done 
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tion will be abandoned. When the projected works are finished 
not only will there be rapid transit between Detroit, Pontiac 
and intermediate points, but all through passenger traffic wij) 
be handled between Detroit and Pontiac by electric locomotives 
while Diesel-electric locomotives will be used in switching sery. 
ice between Milwaukee Junction and Brush street. 

The motor speedway, for the use of which a small charge 
will be made, will be constructed on the columns carrying the 
overhead wires of the electrified system. The roadway will be 
not less than forty feet in width and will be surfaced with 
asphalt. It will provide for four streams of traffic, the inner 
lane in each direction being for high speed, while slower moving 
vehicles will have their lane on the outer side. Ramps will be 
provided by means of which traffic may enter and leave the 
speedway at important intersections. 





1928 A RECORD YEAR FOR SUEZ 


The number of transits, the net tonnage of vessels, and 
the volume of cargo passing through the Suez Canal each 
established a new record in 1928, according to a report from 
Consul John L. Bouchal, Port Said, made public by the Depart. 
ment of Commerce. The transits numbered 6,084, as compared 
with 5,544 in 1927, and the net tonnage of vessels totaled 
31,906,000, as compared with 28,965,000. Receipts from tolls 
aggregated 211,090,000 gold francs (one gold franc equals $0,193) 
and exceeded the record figure of 1927 by 12,440,000 gold francs. 

The average tonnage per ship also set a record in 1928, 
the figure being 5,244 tons (Suez Canal net). The correspond- 
ing figures for 1927 and 1926 were 5,225 and 5,223, respectively. 
Average daily transits numbered 16.27 during 1928, as compared 
with 15.19 in 1927. The average daily tolls collected reached 
657,260.26 gold francs, as compared with 571,643.83 francs in 1927. 

Traffic through the canal was fairly uniform through the 
year. By months the number of transits ranged between 454 
in February and 549 in April and the daily average of transits 
ranged between 18.30 in April and 15.39 in October. 

American shipping through the Suez Canal in 1928 ranked 
seventh in point of net tonnage and eighth in number of 
transits. Shipping of British nationality lead in number of 
transits and tonnage, followed by Netherland, German French, 
Italian and Japanese in the order named. Norwegian vessels 
showed a greater number of transits than American, but of 
smaller tonnage. 
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in certain states along such lines; but it is our belief that there American shipping showed an increase in 1928 as compared 

is room for much more. It is suggested that a committee might with 1927 and 1926, but declined when compared with 1925, the 

be appointed by the Council to study what is being done in the latter being the record year for American shipping. 

several: New England states and to work with the railroads: in 9 aw 
establishing a situation that will make for mutual confidence 

and for the closest possible cooperation. This would probably OIL-ELECTRIC LOCOMOTIVE DEVELOPMENT ys 
mean that-we coordinate the efforts of existing organziations “Qil-Electric Locomotives in Steel Mill Transportation” was ¥ mé 


the subject of an address by W. L. Garrison, assistant manager, a th 
locomotive department, Ingersoll-Rand Company, of New York, a om 
at a meeting of the National Metal Congress, held in conjunc- a Ct 
tion with that of the American Society of Mechanical Engineers, a 


and in connection with them work out a plan for proceeding 
along most effective lines. 

“The New England Shippers’ Advisory Board, which was 
created several years ago to bring shippers and railroads to- 


gether in matters of service and car supply, has functioned so at Cleveland, O., September 11, 12 and 13. 
effectively that at the last meeting not a single question re- “Since June, 1924, there has been a marked development % su 
mained unadjusted. It may be impossible to reach such per- in Diesel locomotives in this country and abroad, despite the § tin 
fection in rate matters, but important things have been done rapid improvements in the steam locomotive and the recent e co 
within the last year and much more can be done to eliminate spurt in railroad electrification,” he stated in his opening para- Z 
the friction and waste resulting from litigation and thereby graphs. “During this period, 39 oil-electric locomotives, totaling toy 
assist us in maintaining a rate structure which will do the approximately 16,000 Diesel horsepower, have been placed in 
greatest good to both shippers and carriers.” actual service in the United States, and have decidedly estab- ‘ de 
Sr lished themselves in switching service, both in railroad and in- ; Ne 
dustrial yards. The internal combustion engine is admittedly . 
NEW DETROIT TERMINAL the most efficient form of prime mover at present available. = 
( 





Plans for the electrification of Grand Trunk lines between 
Detroit and Pontiac, involving the erection on Jefferson avenue, 
Detroit, between Dequindre and Orleans streets, of a modern 
terminal station and office building and the construction over 
the electrified railway lines of a motor speedway from Jefferson 
avenue to Pontiac, have been announced by C. G. Bowker, gen- 
eral manager of Grand Trunk Western lines of the Canadian 
National Railways System. Mr. Bowker’s announcement was 
made on his return from Montreal in company with Joseph A. 
Bower, of New York, who is building the Ambassador Bridge 
and who will construct the motor speedway. At Montreal the 
plans for the proposed development at Detroit were laid before 
Sir Henry W. Thornton, chairman and president of the Canadian 
National Railways, by whom they were approved. 

Multiple unit electric cars will be used simliar to those in 
use by the Illinois Central system at Chicago and the Pennsyl- 
vania system at Philadelphia. 

The ultimate cost of the terminals and speedway develop- 
ment is $100,000,000, of which an immediate outlay of $25,000,000 
is proposed. Work will start at the beginning of next year 
and plans call for completion of the project some time in 1931. 

With the completion of the new terminal, Brush Street Sta- 


Electric drive is generally regarded today as the most reliable 
and promising form of transmission yet considered as applicable 
to the Diesel engine. The union of the two has been made 
possible by the electrical regulation developed by Herman Lemp 
and is now in general use by the General Electric Company on 
gas-electric cars, gas-electric busses, and oil-electric locomotives 
in this country.” 

Following an extensive discussion of the uses to which the 
oil-electric locomotives have been put and the technical features 
of the power plant, he summarized with the statement that while 
the principal argument at present against the use of that type 
of equipment is based on initial unit costs, ‘all-important dura- 
bility and reliability are its essential merits. 

“The oil-electric locomotive offers great promise,” he con- 
cluded, and is today a most serious development. It is attract- 
ing increasing attention on the part of both railroad and indus- 
trial transportation departments, and is a factor which merits 
a closer and more comprehensive study on the part of both 
manufacturers and users,” 

The address has been printed in pamphlet form, illustrated 
with pictures and graphs, and may be had on request to the 
Ingersoll-Rand Company, 11 Broadway, New York City. 
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Tapping Arctic Waterways by Rail 


Twenty-Year-Old Hudson Bay Railway Project Nears Completion—Churchill Expected to Become 
an Ocean Port—Immense Mineral Resources Made Available 


By R. J. 


road from The Pas, Mahitoba, to Churchill, on 

Hudson Bay, is expected late this fall or next spring. 
The opening of the line will mark the completion of a 
plan definitely shaped as long ago as 1910, and a dream 
that has been in the minds of Canadian railroad enthusiasts 
for a good deal longer. The sketches for the original 
Canadian transcontinental line included this branch north- 
ward to the bay. 

When the line is completed, it is estimated that $28,- 
500,000 will have been ex- 
pended on it. There will 
then remain to be built, at ee 
Churchill, ocean terminals 
that, it is hoped, will handle 
a considerable portion of the 
grain now grown in the 
great agricultural area of 
western Canada. 

The project first took 
definite shape when the old 
Canadian Northern com- 
pleted a branch line from 
Hudson Bay Junction to The 
Pas, in 1910. At that time 
the building of the road from 
The Pas to the bay was 
authorized by the Canadian 
Parliament. A start was 
made on this work in 1911, 
the intention then being to 
make the bay terminal at 
Churchill and the route was to run for its entire distance 
on the north bank of the Nelson River. This route, as 
surveyed, was 474 miles long. There were hopes at the 
time that the natural advantages of Churchill as a port 
could be developed, and the project included a survey of a 
townsite at that point. 

The work was hardly under way when the government 
decided to run the line along a new survey, crossing the 
Nelson River twice and terminating at Port Nelson, con- 
siderably south of Churchill This route was fifty miles 
shorter than the original survey. On the other hand, Port 
Nelson had not the natural port advantages of Churchill 
and, under the revised plan, it was necessary to spend a 


(Cet irom of the construction of a line of rail- 


great deal of 
money making 
Port Nelson 


usable by vessels 
of even mod- 
erate draft. 

In the suc- 
ceeding seven 
years, the entire 
right of way to 
Port Nelson was 
cleared and rails 
were laid as far 
as Kettle Rap- 
ids,. 332 miles 


Development at Flin Flon Mine 





A train on the Hudson Bay Railroad at Cranberry Portage 


BAYER 


from The Pas, where it was intended that the second cross- 
ing of the Nelson River would be made. The bridge was 
constructed, accounting for no small portion of the $14,- 
000,000 spent on the road up to that time, and $6,000,000 
was spent dredging the harbor at Port Nelson, installing 
docks, and building a hotel. These activities were brought 
to an end by the war. Not only was construction sus- 
pended, but the prepared road bed from Kettle River north- 
ward was allowed to fall into disrepair and no attention 
was given the line for 118 miles south of that point. Be- 
tween The Pas and Pikwit- 
enei desultory service con- 
tinued. 

As a result of this neg- 
lect, it was necessary prac- 
tically to rebuild the entire 
line when construction was 
resumed, in 1926. The con- 
troversy as to the relative 
merits of Port Nelson and 
Churchill as termini again 
came up and a committee of 
the Canadian Senate engaged 
Frederick Palmer, a promi- 
nent English engineer, to 
examine the matter. After 
visiting both places, in 1927, 
Mr. Palmer advised that the 
superiority of Churchill as 
a port and the protection 
offered to ships by its sur- 
rounding rocky cliffs more 
than balanced the greater length of line required to reach 
it. In keeping with this report, the improvements at Port 
Nelson were abandoned entirely, and from some distance 
east of Kettle River the surveys were run directly north to 
Churchill. 

More than 2,200 men have been engaged on the road 
in the present season. Much of the material, especially that 
for use at Churchill, has been brought by water from 
Halifax and Sydney. 

The possibility of using Churchill as an ocean port is 
still somewhat problematical. At best, the open season for 
navigation in the lower bay is from July to November, and 
even in those months there is considerable floating ice. It 
is planned to 
erect break- 
waters at 
Churchill to 
keep the harbor 
clear. 

So far as 
Hudson 
Strait, which 
is the eastward 
opening from 
the bay into the 
Atlantic, is con- 
cerned, ice is a 
year-round fac- 





Bridge over the Nelson River at Kettle Rapids 
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tor. However, so far as information is available, even when 
ice in quantity is present, it drifts northward or southward with 
winds and tides, leaving, usually, a navigable channel. The 
Canadian government is now conducting an aerial survey of 
conditions and it is planned to pilot ships through the strait 
by means of a series of radio stations that will keep navigators 
informed of the state of the channel. 

Advocates of the Hudson Bay route point out that, should 
navigation be made practicable, Churchill will be nearer to 
Liverpool than is New York. They also point out economies in 
rail hauls for western grain as against shipping to Fort William, 
Port Arthur, and Montreal. 

The region immediately adjacent to Hudson Bay is not 
particularly agriculturally productive. It is rugged land, rocky 
and boggy, known geologically as the pre-Cambrian plain, con- 
taining some of the oldest rock formations known to exist. 
The region, however, besides supporting a great fur industry, 
is exceptionally rich in minerals. These include the useful and 
the precious—iron, zinc, copper, silver and gold, besides deposits 
of valuable earths, such as talc and porcelain clay. Mines have 
already been developed at Flinflon and Mandy, which are served 
by branch lines out of The Pas. Potetnial waterpower is an- 
other resource prominent in the district. It is estimated that 
there is 5,000,000 horsepower available at minimum flow, which 
is increased to 9,000,000 six months of the year. 

Development of these resources depends on capital becoming 
interested. It seems to be the thought of the Canadian govern- 
ment and the officials of the Canadian National Railways that 
the first step toward arousing that interest is the opening of 
the territory by rail transportation. According to a statement 
issued by the Canadian Department of the Interior, “it is alto- 
gether probable that the Hudson Bay railway will prove a 
profitable factor in developing the hinterlands of Canada.” 


BENEFITS FROM WATERWAYS 


Water transportation fulfills an economic need that can not 
be met by any other form of transport, according to James W. 
Good, Secretary of War. 

“With properly developed channels, properly designed and 
equipped terminals, and suitable types of floating equipment, 
there is no question that waterways are capable of transport- 
ing heavy freight and bulk commodities at less cost than any 
other means for moving internal commerce,” said the Secre- 
tary in an address September 19 at Albany, N. Y., before the 
Atlantic Intracoastal Waterway Association. 

Secretary Good reiterated that “it is estimated that the 
freight bills of the nation are reduced by more than $600,000,000 
annually” as the result of improvement of rivers and harbors. 

“No problem in our national life,” said he, “more vitally 
affects all our people than that of transportation. To our 
250,000 miles of splendidly equipped and well managed railways, 
more than to any other single factor, is due the development 
of the interior and far western part of our country. Improved 
hard-surfaced highways, with the automobile and motor truck, 
have set up a new agency of convenience, speed and economy 
in transportation which the railways could not give. Aviation, 
which has been more or less a dream for 400 years, has become 
a reality and is becoming a definite factor in the transportation 
problem of the country. No one of these facilities, nor all of 
them combined, can serve the demands for transportation of 
our growing and expanding country. The country needs all 
they can perform in the way of transportation plus what our 
navigable rivers can give when they are adequately improved 
for the purposes of navigation. 

Cost of Improvements 


“In the early days of our government, the handling of 
commerce by means of shallow draft boats upon streams in 
their natural state was in many cases the only means of trans- 
portation available into the interior of our country. Our people 
worked their way from the Atlantic coast to the Rockies, 
building a nation as they went, the winning of each step for- 
ward being made possible by use of all available waterways. 
Many of our earlier projects provided for channels of but 4 
feet, and in some instances of 2 feet and even 1 foot in 
depth. These depths were adequate to meet the needs of those 
times, but this is no longer true. Larger barges and boats are 
now required and the shallow draft channels have become ob- 
solete, except in isolated cases where they are the only avail- 
able means of communication. 

“In computing the total expenditure of the government on 
the improvement of waterways of this kind, their cost can not 
be charged up as a loss, as they paid for themselves many times 
over during the earlier years. Our waterway plan was not 
built in a day. It was a matter of growth. This was so of 
necessity, for it would manifestly be a waste of public funds 
to undertake the improvement of all waterways at one time, 
regardless of the economic need. The only solution therefore 
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was to build those parts of a waterway where the economic 
situation was such as to justify each section as it was built. 
However, we are now fast approaching the time when we can 
visualize the completion of the entire project and when the 
sums necessary for such completion can be provided without 
undue strain upon the Treasury. 

“Demands for improved waterway facilities come from al] 
parts of the country, and doubtless will continue to come as 
long as the tides ebb and flow. Congress has thus far since 
the beginning authorized the expenditure for river and harbor 
improvements upwards of $1,500,000,000. This is not a great 
sum compared with the benefits accruing therefrom. The ex. 
penditures for improvement of rivers and harbors during the 
past 22 years since your organization was founded have more 
than doubled all prior government expenditures for the im. 
provement of rivers and harbors. A river and harbor bill pre. 
pared for the last Congress and covering in part present-day 
needs was pending when Congress adjourned and doubtless 
will be acted upon by Congress in the near future. Its enact- 
ment will further advance the work of construction and main- 
tenance under the direction of the corps of engineers. The 
necessary appropriations will follow as a matter of routine, 
since the works once authorized and started will be carried on 
to an early completion and when completed must be properly 
maintained.” 


PROTEST BARGE LINE STORAGE 


The American Warehousemen’s Association, through R. W. 
Deitrich, of New Orleans, chairman of its committee on traffic 
and transportation for river and lake ports, has prepared a 
protest, to be sent to members of Congress, against the storage- 
in-transit policy of the government’s barge line. The protest, 
according to reports from New Orleans, directs criticism against 
three phases of the policy as inimical to the interests of the 
licensed warehousemen—namely: Seven months of free stor- 
age to shippers using the barge line service to the Twin Cities; 
two months of free storage to shippers using the intermediate 
river point storage; and the confining of the storage-in-transit 
privilege to shippers using the barge line terminal warehouses, 
thereby excluding the public licensed warehouses of members 
of the association. 

Association member warehouses, the association protest 
asserts, are used to house rail shipments. The barge line pol- 
icy excludes the licensed warehousemen from the business of 
storage-in-transit when the shipper uses the barge line. 

According to the reports, the protest attacks the policy as 
being beyond the intention of Congress when provision was 
made for barge line transportation in that it tends to set up 
the barge line as a competitor of the railroad service instead 
of a supplement thereto. The association contends that the 
government service was not intended to be a substitute for 
existing agencies of transportation and the storage incidental 
thereto, consisting, in part, of the licensed warehouses of mem- 
bers of the association. The result, it is contended, is a loss 
of business by the legitimately operated commercial enter- 
prises because of direct governmental competition. It is con- 
tended that free storage-in-transit breaks down the principle of 
barge line rates substantially 80 per cent of the all-rail rates. 

Particular protest is made against the plan of the barge 
line to erect a large addition to the terminal at St. Louis, Mo., 
to be operated in competition with the licensed warehouses. 


IMPROVEMENT OF WATERWAYS 


In announcing the appointment of Brigadier General Lytle 
Brown to be chief of engineers of the army, with the rank of 
major general, President Hoover said, September 17, that a 
reorganization would be effected in the corps of engineers of 
the army because of the vast amount of public work to be done 
under the supervision of that department of the army. 

In an effort to centralize responsibility, the President pro- 
poses to put under the direct supervision of three engineers the 
flood control work in the lower Mississippi Valley, the im- 
provement of the Mississippi River tributaries as a unit for 
inland waterway transportation, and the improvement of the 
Great Lakes and probably the St. Lawrence waterway, respec- 
tively. Each of the engineers will be “on location,” dealing 
directly with the work that may be in progress. 


WATER TERMINAL AT KANSAS CITY 


Secretary of War Good expects to determine in the near 
future the point at which the barge terminal at Kansas City is 
to be located. He said-that to locate it down the stream would 
run into great expense, due to switching charges, but that, on 
the other hand, if it were located upstream, the problem of 
expensive dredging had to be considered. He said he thought 
the traffic to and from the terminal would be heavy. 
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Freight Tariffs 


Seventeenth of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Intermediate Rate Application 


commerce subject to the act to regulate commerce 

may provide for the application of class or commodity 
rates from or to intermediate points in several ways. Inter- 
mediate points, as the term is used in this connection, are 
the points between the points of origin and destination to 
or from which rates are published by the carriers in their 
tariffs. 

The Commission has ruled that intermediate applica- 
tion rules may not be published, to become effective on or 
after January 10, 1930, that result in establishing rates 
from or to intermediate points on the same basis as the 
rates from or to more distant points, unless the tariffs con- 
tain specific routing instructions showing definitely the 
routes through the intermediate points over which the rates 
to or from the more distant points apply.t_ In other words, 
intermediate rules may be used only where routings are 
provided.” 


[Vc freight tariff schedules of all carriers in interstate 


Commodity Rates From Intermediate Points 


Commodity rates may be established (subject to cer- 
tain qualifications to be noted later), from any unnamed 
point of origin that is intermediate to a point of origin 
named in a carrier’s tariff on a certain commodity to a 
given destination and via a specified route, if the unnamed 
point of origin is intermediate to the named point of origin 
via a route through the unnamed intermediate point. 

If commodity rates are established from a named point 
of origin, Aville to Beeville, via the route of the X. and Y. 
Railroad through Seeville, an intermediate point from which 
no commodity rates are published to Beeville, then the same 
commodity rates on the same articles may be established 
from Seeville to Beeville as are published in the lawfully 
applicable tariffs from Aville, the next beyond named point, 
to Beeville, provided Seeville is intermediate on the route 
from Aville to Beeville. The published commodity rate on 
horseshoes, carloads, of 30 cents, Aville to Seeville, will be 
protected from Seeville to Beeville. Certain qualifications 
to this general rule, mentioned above, limit the application. 

When there are two or more “‘next beyond” points by 
teason of branch or converging lines of railroad, the com- 
modity rates to be applied from the unnamed intermediate 
point are those from the next beyond point from which the 
lower rate applies on the traffic in question to the particular 
destination point involved, via the same route. 

Let us suppose that Seeville, the point from which no 
commodity rates on horseshoes are published by the X. and 
Y. Railroad to Beeville, is intermediate to two “next beyond” 
or “next more distant” points, Aville and Deeville, as shown 
in Figure No. 2. 

In this case, let us suppose further, the rate on horse- 
shoes, carload, from Aville to Beeville is 30 cents a hundred 
pounds, and the rate from Deeville to Beeville is 31 cents 
a hundred pounds. Both rates are published in the same 
tariff of the X. and Y. Railroad, and the routes from Aville 
to Beeville and from Deeville to Beeville both pass through 
Seville. Seeville is intermediate to both of these “next 
beyond” points and, therefore, the lower of the two pub- 


m__——, 


Tariff Circular No. 20, Rule 4, k. 
*Rule 27. 





lished commodity rates—30 cents a hundred pounds from 
Aville—may be established on the same traffic from Seeville 
to Beeville.’ 


If the intermediate point from which no commodity 
rates are published is located between two points from which 
commodity rates on the traffic in question are published in 
the carriers’ tariff, the commodity rate published from the 
next point in either direction, whichever results in the higher 
charge, is established from the intermediate point. 


Let us suppose that no commodity rates are in effect 
on horshoes, carloads, from Seeville to Beeville over the X. 
and Y. Railroad, but that commodity rates of 30 cents and 
29 cents are published from Aville and Eville, respectively, 
between which Seeville is located, to Beeville. 


In this case the rate of 30 cents, the higher rate from 
Aville to Beeville, will be established from Seeville to Bee- 
ville on this commodity. 


If there are two or more “next beyond” points due to 
branch or diverging lines, all such “next beyond” points are 
eliminated, in applying this rule, except the point from which 
the lowest rate applies on the commodity in question to the 
destination in the given instances.* This application is in 
harmony with the situation shown in Figure No. 2. 


A third limitation on the establishment of commodity 
rates under this general regulation provides that, if the 
class rates on the same articles via the same routes from the 
intermediate points produce lower charges than would result 
from applying the commodity rates under the rule discussed 
above, the commodity rates are not applicable. If, in the 
cases outlined in Figures Nos. 1, 2 and 3, there were a 
class rate of 28 cents a hundred pounds, applicable on horse- 
shoes, carloads, from Seeville to Beeville, the commodity 
rates from the points to which Seeville is intermediate 
would not be applied, as they are higher than the applicable 
class rate. Lower class rates, in this case, are not displaced 
by higher commodity rates.® 


A final alternative qualification to the general rule 
governing the establishment of commodity rates from inter- 
mediate points provides that, if there are, in any lawful 
tariffs, commodity rates on the same articles from the inter- 
mediate origin points applicable over the same routes to the 
same destinations which produce different charges from 
those resulting from the application of the general rule, as 
limited in the ways indicated, the lower of such charges are 
applied. Lower commodity rates are not displaced by the 
establishment at intermediate points of the commodity rates 
published from the “next beyond” points to the same destina- 
tions.® 


Thus, if any tariff lawfully effective carries a com- 
modity rate of 29 cents a hundred pounds on horseshoes, 
carloads, from Seeville to Beeville, via the route of the X. 
and Y. Railroad, this rate will not be superseded by the 
establishment of any higher rate from points to which See- 
ville is intermediate en route to Beeville. Shippers get the 
benefit of the lowest published commodity rate available. 





3Rule 27, Part I; Note 1. 
‘Rule 27, Part I, Note 2. 
‘Rule 27, Part I, Note 32. 
‘Rule 27, Part I, Note 4. 
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Commodity Rates to Intermediate Points 


Commodity rates to intermediate points to which no rates 
are published in a carrier’s tariffs may be established in much 
the same way as commodity rates from intermediate points. 
Subject to qualifications with respect to the selection of “next 
beyond” points and the protection of lower class or commodity 
rates, commodity rates may be established by the carrier on 
which the point is located by applying the commodity rate pub- 
lished in its tariffs to the next point beyond the intermediate 
point. 

Rule 29, of the tariff circular of the Commission, provides, 
in this connection, that the commodity rate applicable on the 
traffic published to the next point beyond to which a commodity 


: Be 
x. ond t. ® 
Seeville 
Aville Beeville 
Figure No. I. 


rate is published from the same point of origin via the same 
route may be established to the intermediate point that is not 
named in the tariff. 

It should be noted in applying this rule that several factors 
must be present: 

1. There must be a commodity rate established and pub- 
lished in the carrier’s tariff to a “next beyond” point. 

2. The commodity must be the same as that on which the 
rate is published to the “next beyond” point. 

3. The route to the intermediate point must be the same as 
the route to the “next beyond” point. 

4, The route over which the commodity rate is applicable 
to the “next beyond” point must lead through or via the “next 
beyond” point. 

5. The point of origin of the traffic must be the same. 

Four notes qualify the application of this rule in similar 
manner as the establishment of commodity rates from inter- 
mediate points is limited, which has been discussed above. For 
purposes of comparison, these notes are quoted verbatim as 
they apply to the construction of commodity rates to interme- 
diate points: 


1. Where by reason of branch or diverging lines, there are two 
or more “‘next beyond” points, apply the rate to the next point beyond 
(in this tariff), which on that article from the same point of origin 
via the same route results in the lowest charge. 

2. If the intermediate point is located between two points to 
which commodity rates on the same article via the same route are 
published in this tariff, apply via that route to the intermediate point 
the rate to the next point in either direction, which results in the 
higher charge. In applying this note, if there are two or more “next 
beyond” points due to branch or diverging lines, eliminate all such 
ae beyond” points except the point to which the lowest rate 
applies. 

3. If the class rate on the same article via the same route to 
the intermediate point produces a lower charge than would result 
from applying the commodity rate under this rule, such commodity 
rate will not apply. 

4. If there is (in any tariff) a commodity rate on the same article 
to the intermediate destination point applicable over the same route 
from the same point of origin which produces a charge different 
from that resulting under the above rule as modified by the pre- 
ceding notes, apply the lower of such charges.’ 


Class Rates to and from Intermediate Points 


It is not so vitally necessary that the tariffs of the carriers 
contain provisions for the establishment of class rates to or 


Deeville 


Seeville 


Aville 
as Beeville 


Figure No. 2. 


from intermediate points as it is that arrangements be made for 
commodity. rates, because class rates are or should be pub- 
lished between practically all points served by railroads in the 
United States. However, there must be provision made for the 
establishment of class rates to and from newly established sta- 
tions. Complete rates often cannot be published by all carriers 
parties to class rates rapidly enough by the issuance of tariffs 
or supplements to provide class rates to or from these points. 

The Commission permits the publication in tariffs of a 


TRule 27, Part II, Notes 1, 2, 3 and 4. 
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standard clause governing the establishment of class rates to 
and from intermediate points. This clause provides that the 
class rates published in the tariffs from or to the next more 
distant point may be established from or to any points not 
named in the tariffs, provided the unnamed points are publisheg 
in the tariffs. The routes to or from the next more distant 
points must pass through the unnamed intermediate points 
which must be located not more than fiften miles from the next 
more distant points. 

The wording of the rules governing the intermediate appli. 
cation of class or commodity rates is not permitted to be varied, 
The tariffs may, however, provide that they apply only in cop. 
nection with the rates or routes making reference to the rules, 
by appropriate application published in connection with one or 
more of the rules. The tariffs, on the other hand, may provide 
for the non-application of the rules to particular rates or routes, 

The rule governing the application of class rates from or to 
intermediate points provides, literally, that: 


From (or to) any point not named in this tariff which is inter- 
mediate to a point from (or to) which class rates are published herein 
through such unnamed point, apply from (or to) such unnamed 
point the class rate published herein from (or to) the next more 
distant point provided such unnamed point is located not more than 
15 miles from such next more distant point.® 


The Effect of the Publication of Intermediate Application Rules 


If the tariffs of the carriers publish the rules providing for 
the application of rates both from and to intermediate points 


X and Y Railroad. 


Aville Seeville Eville Beeville 


Figure No. 3. 


in connection with any class or commodity rate, this action 
establishes class or commodity rates from intermediate points 
of origin to intermediate points of destinations on the class 
or commodity traffic as the case may be. 

Thus, if rates are published from Aville to Beeville via 
the X. and Y. Railroad and the application of both class and 
commodity rates from or to unnamed intermediate points is 
provided by the tariff, the result is the establishment of these 
class and commodity rates to and from Effville and Geeville, 
unnamed points intermediate via the same route to Aville and 
Beeville, respectively. 

Concurrences are not posted in the stations of the carriers, 
nor are the provisions of the concurrences published in the 
tariffs providing for the intermediate application of rates. The 
intermediate application rules establish rates from or to the 
intermediate points on the lines of the carriers parties to the 
tariffs without regard to the concurrence forms and numbers 
under the authority of which the carriers are shown as par- 


xX. and Y. Railroad. 


; ille. 
Effville Geeville — 
ville 


Figure No. 4. 


ticipating carriers. This general rule is consistently observed, 
unless the tariffs specifically make other provision. 


The Intermediate Rule and Tariffs Filed Under the Amended 
Fourth Section 


When class or commodity rates are made subject to al 
intermediate point rule at the points of origin, they may not 
also be made subject at the points of origin and via the same 
routes to the provisions of the rule of the Interstate Commerce 
Commission governing the publication and filing of tariffs under 
the amended fourth section of the interstate commerce act.’ 

In the same manner, if rates via certain routes are made 
subject to intermediate application rules at the destinations. 
they may not be made subject to the Commission’s fourth sec 
tion rule at the destinations. 

Rates, however, may be made subject to intermediate rates 
at the points of origin and the same rates made subject to the 
fourth section rule at the destination points, or subject to the 
fourth section rule at the origin points and to the intermediate 
application rules at the destinations. 

The provisions of the rule of the Commission governing 
the publication and filing of tariffs under the amended fourth 
section of the interstate commerce act will be discussed in 4 
later article. 





*Rule 27. 
*Rule 77. 
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Aviation News 





[.C. C. REGULATION OF AIRCRAFT? 
The Trafic World Washington Bureau 


That a company engaged in interstate air transportation 
should be under the regulation and supervision of the Inter- 
state Commerce Commission was asserted by Senator Bratton, 
of New Mexico, in debate in the Senate, September 17, in con- 
nection with the offering of a resolution by the senator for 
investigation by the Senate interstate commerce committee of 
the accident that caused the wrecking of the airplane City of 
San Francisco in New Mexico, September 3, as well as other 
airplane accidents. 

The proposal of Senator Bratton that the matter be inves- 
tigated by the interstate commerce committee brought a 
declaration from Senator Jones, chairman of the Senate com- 
merce committee, to the effect that the resolution should go 
to the committee on commerce. His contention was that that 
committee had handled aviation legislation and that it should 
properly make such an investigation as that proposed. 

Senator Bratton thought that a company engaged in inter- 
state commerce by air, such as the Transcontinental Air Trans- 
port, Inc., owner of the wrecked plane, would come within the 
purview and jurisdiction of the interstate commerce committee. 

“It is wholly immaterial to me which committee conducts 
the inquiry,” said he, “though I think a company which trans- 
ports persons or property for hire between points in different 
states is essentially engaged in interstate commerce, and con- 








sequently its business should be regulated by the Interstate 
Commerce Commission.” 


Senator Pittman, of Nevada, a member of the interstate 
commerce committee, arguing for investigation of the matter 
by his committee, said the air company involved was partially 
owned by two railroad companies that were engaged in inter- 
state commerce and that the system was operated partially 
by rail and partially by air. 

The point was emphasized by Senator Bingham, of Con- 
necticut, one of the leading “air-minded” members of the Senate, 
that the commerce committee had dealt with interstate com- 
merce on the water and in the air from the beginning of such 
legislation. Under the air commerce act of 1926, said he, the 
Secretary of Commerce was empowered to investigate all air- 
plane accidents. He opposed the proposed investigation, con- 
tending that it was not necessary, as the Commerce Department 
had been investigating such accidents. What was needed, said 
he, was that the department’s powers of investigation be broad- 
ened so that it could do such work more effectively. 


Senator Bratton said he believed the time had come when 
supervision of interstate air transportation should be taken 
from the Commerce Department and given to the Interstate 
Commerce Commission. His resolution proposes that that phase 
of the matter be gone into—whether the Commission should not 
have supervision of aircraft transportation in interstate com- 
merce. 











Tandem Wing Plane Passes Test 
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a 


P. & A. Photo 


Before a large group of pilots and mechanics, George Fernic, designer, and Paul Dronin, engineer, took their revolutionary tandem win 


monoplane up at Roosevelt Field, Lon 


Island, September 10, and remained aloft for 22 minutes, making 


a perfect landing. Radica 


epartures in construction made watchers skeptical of the plane’s ability to remain aloft. The photo shows a view of the revolutionary 
tandem wing monoplane just before trial at Roosevelt Field. 
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Immediate action on the resolution was objected to by 
Senator Bingham. 
The material part of the Bratton resolution follows: 


Resolved, that the Senate committee on interstate commerce be, 
and it hereby is, authorized and directed to collect, collate, coordi- 
nate, and make available to the Senate at the earliest convenient 
time all the facts relating to the wreck of the airplane City of San 
Francisco and all other accidents and wrecks of airplanes engaged in 
interstate air commerce in which lives have been lost. The Secretary 
of Commerce is requested to furnish the Senate copies of all records 
and other information in his possession pertaining to such accidents 
and wrecks. Said committee is further authorized and directed to in- 
vestigate (1) into the cause or causes of each of such accidents; (2) 
the adequacy of present standards of safety in the construction of air- 
planes used and engaged in such commerce or designed for such use; 
(3) the kind, character, degree and adequacy of present standards of 
safety in the operation of such airplanes; (4) the degree, adequacy 
and efficiency or supervision, including frequency of inspection and 
other safeguards employed in relation to such airplanes; (5) whether 
additional landing facilities, more frequent weather reports, or other 
additional safeguards should be employed in connection with the op- 
eration of such airplanes; (6) whether persons, firms, or corporations 
engaged in transporting for hire, persons or property, or both, between 
points within a state, territory, or the District of Columbia and points 
outside thereof, are common carriers; (7) what legislation, if any, 
should be adopted in the interest of safety of such interstate air com- 
merce; (8) the feasibility or advisability of placing those engaged in 
such commerce under the supervision of the Interstate Commerce 
Commission, and, if so, the kind and character of legislation needed to 
accomplish that result. 
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THE WORLD ON WINGS 


The Trafic World Washington Bureay 


While subsidies have played an important part in the de. 
velopment of commercial aviation in Europe, American cop. 
mercial aviation has stood on its own feet from the very start 
according to Dr. Julius Klein, Assistant Secretary of Commerce. 


In a radio address September 15 on the subject “The World 
on Wings,” Dr. Klein reviewed to some extent the development 
of aviation in Europe and other foreign countries. He said there 
were now 90,000 miles of regularly traversed airways “enmesh. 
ing this globe of ours.” He said a map showing the air lines 
of Europe looked like a cobweb. 


“Europe has a higher ratio of miles of air lines to the tota] 
area than has the United States, but ours are being extendeq 
rapidly and new ones established,” said he. “In Europe, how. 
ever, the lines are subsidized, while the majority of ours are 
paying their way. The sightseeing flights, aerial taxi services, 
and training courses offered by most operators of transportation 
lines have proved very profitable, in most instances, and the 
passenger air lines are being operated to be ready for the profits 
which are very apparently about to be realized. 


“In Europe( air travel is considerably less expensive than 














The World’s Largest Hangar 














P. & A. Photo 


As a director of the Ho nye yy elin Corp., in which he holds a stock interest, Dr. Hugo Eckener, commander of the Graf Zeppelin, 


made a detailed inspection of the 


500,000 Zeppelin hanger at Akron, Ohio. The new hanger, which when completed, will be the largest 


in the world, will house the two navy 6,500,000 cubic foot helium air ships to be built by the Goodyear Company. During the inspectie 

of the hanger, Dr. Eckener disclosed plans for the formation of a world-wide transportation system, with Zeppelin airships of 

principal long-distance units. He told of a new German dirigible being built at Friedrichsafen which will have a gas capac! y, ht 

5,000,000 cubic feet and will be as long as the Graf Zeppelin but bigger in diameter and much cr as it will be powered by ¢!9 
instead of five motors. This new ship will be completed in 1931. 
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in this country. The rates charged passengers are generally 
about one-third more than the cost of first-class rail transporta- 
tion. With the revenue smaller, and, in some cases, with con- 
siderably increased competition, you may ask how they are able 
to make it pay. The answer is, they don’t. 

“The air lines in European and most other countries are 
granted heavy subsidies from the governments, ranging from 
50 to 90 per cent of their total revenues. The object of this 
subsidy is, of course, to keep the air lines in regular operation, 
to increase and maintain the number of planes capable of mak- 
ing regular flights over long distance carrying large loads, and 
thus to have available in emergency a mighty machine for 
military use. 

“These subsidies are based on many factors—the distance 
flown, the loads carried, the regularity of operation, and many 
others. In the course of a year they amount to a very con- 
siderable sum. The German Luft Hansa, for example, received 
$20,000,000 from the government last year; that is, the company 
which operates the lines radiating from the great German cities 
and is associated with companies in neighboring nations. 

“American commercial aviation, on the other hand, has stood 
on its own feet from the very start. For a long time manu- 
facturers of planes depended entirely on contracts for the army 








THE AIRSHIP OF THE FUTURE? 





P. & A. Photo 
Static lift of dirigible gasses combined with dynamic lift of air- 
plane wings will make this strange craft the “‘Air Leviathan” of 
the future, it is claimed by John Hodgdon, its inventor, of Long 
Beach, Calif. Presence of the wings will prevent rolling and for- 
ward pitching, now common to biimps, it is claimed by the in- 
ventor, who also declares his ship will be able to land, with motors 
running, without the aid of a ground crew. Photo shows John 

Hodgdon with model of his dirigible airplane. 





or navy—sales to private operators were very infrequent. They 
struggled along after the war, greatly handicapped by the sale 
of surplus war material. There were very few air lines in op- 
eration in this country five years ago, and not any that showed 
a profit from its operation. The government operated a trans- 
continental mail line at a loss. Then suddenly two events gave 
our industry its chance. The government turned over the trans- 
continental air mail line to private contractors, and Lindbergh’s 
immortal flight and those which followed it turned the nation’s 
eyes to the air. A network of lines sprang up; planes began to 
be no longer curiosities; regular schedules were fixed, and in 
many cases followed with as great success as the railroads 
follow theirs. Of course, as with any other ‘boom’ enterprise, 
some undertakings were ill-advised; those failed, sometimes dis- 
astrously. Others, however, are making great headway, and 
just coming into their own. 

“American aviation is proud that this achievement is on a 
sound basis. It is very apparent that air transportation has 
come to stay, in the United States. In foreign countries, even 
after years of generous subsidies, air communication is not 
always soundly developed. If the subsidy should suddenly be 
discontinued, almost every line would be forced to stop its 
services. 

“There seems to be no prospect of an immediate change 
in this condition abroad, although the subsidies requried per 
mile have decreased, in some cases with decreasing operating 
expenses. But the amount required to pay the costs of several 
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of the services offered in the various European countries is fg; 
greater than the revenue which can be realized from those gery. 
ices unless the rates are increased. The traffic will not stang 
such increases for some time. 


“WHY I FLY” 


“Just as one is nowadays not asked why one motors, go 
I expect and hope that in the very near future one will not be 
asked why one flies,” said David S. Ingalls, Assistant Secretary 
of the Navy for Aeronautics, in a radio address September 17 
broadcast by the National Broadcasting Company, in coopera. 
tion with the Aeronautical Chamber of Commerce of America. 

“Although aviation will undoubtedly not do away with aj] 
other systems of transportation, still it has and it will have 
a very large and definite field of its own in our various systems 
that will become increasingly important as the art develops, 

“At the present time I fly first, from a sense of duty; 
second, from a conviction that flying is the quickest and least 
obnoxious method of transportation, and, third, from a love of 
flying.” 

Mr. Ingalls said it was essential that each one of “that 
enormous army of aviation enthusiasts practice what he preaches 
and fly, for how can one in sincerity promote that which he 
does not or will not do himself?” 

“Could you imagine Mr. Winton, Mr. Ford, Mr. Packard 
or other manufacturers of automobiles clinging to the old horse 
and buggy?” he asked. 

“Thanks to the great development of aviation in this and 
in other countries, it no longer takes men of extraordinary skill, 
ability and courage to pilot an airplane. Though they are not 
fool-proof, the plane of today is far easier to fly than that of 
the past and the average person with normal physique and 
good eyesight should have no particular difficulties in piloting 
a plane, and, once learned, there is probably no more fascinating 
and entrancing sport in the world and few that have once started 
have given it up.” 


AIR TRAFFIC CONFERENCE 


Indicative of the rate at which air transport is developing 
in the United States, partially as the result of federal coopera- 
tion, this country’s air mail poundage has increased from 140,000 
in January, 1928, to 698,000 in August, 1929, according to Colonel 
Harry H. Blee, chief of the Commerce Department’s division 
of airports and aeronautic information, addressing the first 
national air traffic conference at Kansas City, Mo., September 16. 

“Some idea of the potentialities of air mail may be had 
from the fact that last year the ordinary postal revenues of 
the United States aggregated $675,042,635.05,” he said. “Air 
express, too, offers exceptional opportunities for extensive de- 
velopment, as clearly indicated by the fact that last year 
America’s largest railway express agency handled 178,447,912 
shipments and transported the stupendous total of 12,134,458,016 
pounds of express.” 

A third field of vital interest to scheduled air transport, 
according to Mr. Blee, is that of passenger carrying; the amount 
of traveling done by the American public is attested by the fact 
that passengers on steam railroads last year in the United 
States numbered 790,327,447 in addition to the millions carried 
by inter-city bus lines and electric railways. . 

“Since the volume of traffic carried is the very essence of 
success of every transportation system, the Aeronautical Chan- 
ber of Commerce has called this first national air traffic con- 
ference to consider the many problems incident to increasing 
the public’s acceptance and utilization of air transport services, 
concluded Colonel Blee. “The solution of these problems will 
result in a nation-wide recognition of the advantages of air 
transport and will be accompanied by a marked increase 12 
air mail, air express and air passenger traffic.” 


AIR MAIL PROBLEMS 


“Despite the fact that, based on the figures for July, 1929, 
operating expenses for the air mail service for the present fiscal 
year will approximate $15,000,000 or more, while the total ap- 
propriation is but $13,300,000, there is no thought in the minds 
of postal officials of curtailing this service in any particular, 
says Second Assistant Postmaster-General W. Irving Glover. 

Readjustments in compensation to air mail carriers may 
avoid a deficit, according to Mr. Glover. A rate of pay, with 
a cut approximating $3,000,000, it is expected, says he, will be 
fixed at the conferences with the carriers scheduled to begit 
September 30. 


AVIATION SECRETARY NOMINATED 
President Hoover has sent to the Senate the nomination of 
Clarence M. Young, of Iowa, to be Assistant Secretary of ype 
merce for Aeronautics. The appointment of Mr. Young as 
successor to Assistant Secretary William P. MacCracken, Jr. 
was announced in The Traffic World of August 31, p. 523. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of ee experience and wide knowl- 
edge will answer questions a to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of bay eer herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Limitation of Actions—Suits for Loss, Damage or Delay 


IWlinois.—Question: In the adjustment of a loss and dam- 
age claim, we are confronted with the following proposition and 
desire your opinion, with citations, if possible, sustaining 
whether or not the carrier is liable. 

The claim is filed for decline in market on a carload ship- 
ment of eggs moving from Missouri to New York City. The 
shipment was forwarded January 23, 1927, arrived at destination 
January 29, claim was presented March 4, 1927, and was de- 
clined by the carrier May 9, 1927, but by additional information 
since, the carrier was convinced of its liability and on March 
20, 1929, made an offer of $141 in settlement and which offer 
has not been withdrawn to date. At the time the offer was 
made it was explained to the carrier that we would have to 
obtain claimant’s acceptance before we could decide on taking 
their offer. On June 1, 1929, the offer of March 20, 1929, was 
accepted and the carrier now advises that, because we did not 
accept the offer within two years after date of declination, that 
they cannot lawfully pay anything toward settlement. 

It is our contention that their offer of March 20 was made 
several weeks before the statute of limitations had run and 
which stopped the running of the statute from the old date of 
declination and begins anew to the extent that the $141 offer 
is not covered by the statute of limitations and which they 
should lawfully pay. 

We understand that the case of A. C. L. Railroad vs. Wau- 
chula Truck Growers’ Association, 118 Sou., page 52, has some 
bearing on the above situation and may help you arrive at a 
conclusion. 

Answer: The decision in Atlantic Coast Line R. Co. vs. 
Wauchula Truck Growers’ Association, 118 Sou. 52, does not in- 
volve a reopening of a claim, but merely an interpretation or 
construction of a compromise offer, which was not accepted, as 
being a denial or disallowance of the claim. 

Unless an offer of a compromise sets aside the original 
declination and is not to be considered as a continuing declina- 
tion, then the claim is barred, that is, the carrier may set up 
the two year and one day provision of the bill of lading, which 
runs, in the instant case, from the date of the original declina- 
tion, i. e., May 9, 1927. We are inclined to the opinion that your 
claim is barred. 


Fourth Section Violations to and from Canada 


Canada.—Question: The railroads here still decline to pro- 
tect lowest combination of rates when one of the factors is not 
on file with the Interstate Commerce Commission, although fac- 
tor is on file with the Canadian Railroad Commission, the rail- 
roads claiming that Conference Ruling 256 covers this point. 

We will appreciate very much your advising if you are 
aware of any further decisions in connection with this point 
since the conference rulings were rescinded in December, 1928. 

We would also appreciate your advising if you are aware of 
any ruling or regulation which governs protection of lowest 
combinations of rates on the Canadian roads. 

Answer: In Berney Bond Glass Co. vs. N. Y. C. R. R. Co., 
147 I. C. C. 117, the Commission held that a factor on file only 
with the Canadian Commission does not constitute an inter- 
mediate rate within the meaning of the fourth section, and 
cannot be regarded in the determination of the basis of an 
award of reparation. Conference Ruling No. 256 is cited. 

Trap or Ferry Car Movements—Absorption of Such Charges Not 
Applicable Unless Shipments 

Missouri.—Question: Your opinion of the following will be 
greatly appreciated. 

Carrier absorbs switching on 8,000 pounds or more on L. C. L. 
freight from shipper’s plant to railroad depot, and on all car- 
load freight from shipper’s plant to carrier’s tracks. 

Shipper loads L. C. L. freight in center of car, the weight of 
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which is less than that carrier will absorb switching on, anq 
blocks same separate from C. L. freight, forwarding car to 
railroad depot. 

In forwarding L. C. L. freight with C. L. freight, shipper 
saves drayage charge, but adds extra switching, labor, and hap. 
dling charges on carrier. 

Kindly advise if shipments of the above nature could be 
classed as being within the law, as they have no tariffs goverp. 
ing, also if carrier can collect switching charges on shipments 
made in the above manner. 

Answer: It is the practice of carriers to absorb trap or ferry 
car charges, if and when such cars are loaded to a prescribeq 
minimum. See Trap or Ferry Car Service Charges, 34 I. ¢. ¢. 
517, 521; Lowrie Mfg. Co. vs. C. N. R. R., 49 I. C. C. 64, ang 
Macey Co. vs. P. M. R. R., 50 I. C. C. 555. 

In other words, under a trap car service the carrier agrees 
to perform switching service, thereby saving cartage expense 
to the shipper if and when the shipper tenders a certain amount, 
in the instant case 8,000 pounds. If that amount is not received 
the service will not be performed. In this connection it must 
be remembered that the carrier must switch the car to and from 
the industry or private track; therefore, it requires a certain 
minimum of freight for the outbound haul to compensate itself 
for the switching performed. Eight thousand pounds is the 
minimum figure for which this carrier apparently considered 
that it can afford to perform the trap car service in question. 

The lawfully published and filed tariff determines whether 
trap car service will be performed by a carrier and the basis 
prescribed therein cannot be deviated therefrom by either car- 
rier or shipper. 

Therefore, if the tariff in question provides for the absorp- 
tion of switching charges, if and when the minimum is 8,000 
pounds, such minimum must be loaded before the absorption can 
be made. If not, the carrier cannot legally absorb anything. To 
absorb the charges in the instant case would be contrary to the 
tariff and so illegal. 


Dunnage Allowance on Open Cars 


Louisiana.—Question: I am endeavoring to locate a Conm- 
mission’s ruling in regard to an allowance for dunnage of 500 
pounds per car on freight loaded in open cars, which rule is 
now in effect in the Consolidated Classification, but I am unable 
to do so. 

If you can give me reference to a decision of the Commis- 
sion wherein they have ruled that 500 pounds was a reasonable 
allowance, I will be glad to have you do so. 

Answer: In Investigation and Suspension Docket 76, 25 
I. C. C. 442, the Commission disapproved of the elimination from 
rule 27 of Western Classification No. 51 of the allowance of not 
to exceed 500 pounds for racks, standards, strips, supports and 
blocks furnished by shippers on flat or gondola cars loaded with 
freight requiring their use. On page 495 of this case, the Com- 
mission said: 


As an argument against the allowance for dunnage it is pointed 
out that shippers of other freight must pay freight on the weight of 
materials used in crating or boxing and in this manner they are 
being unjustly discriminated against. There is some force in this 
argument, but it seems to us that it is completely overshadowed 
by the other considerations which have been suggested. As a matter 
of sound public policy, as well as in the interest, in the long run, 
of both shipper and carrier, we think that the allowance of 500 pounds 
should be continued. This feature of rule 27 is disapproved. 


Tariff Interpretation—Application of Rule 34 of Classification to 
Commodity Rate 


Massachusetts.—Question: Under the above subject we 
have a problem which we would like your valued opinion upon, 
namely: We are shipping a car of various toys, such as black- 
boards, drums, furniture and toys, N. O. S., from point A, in 
Massachusetts, on B Railroad, to point D, in Utah, on C Railroad. 
This traffic enjoys a commodity rate of $2.32 per cwt. and mini- 
mum weight of 20,000 pounds, as found in Agent Sedgeman's 
Tariff 27-F, I. C. C. 198, page 489, item 6069. ' 

The question arises would the graduated scale of rule 34 in 
Consolidated Freight Classification No. 5 apply on these articles 
under the item in the tariff mentioned above? 


The carriers from whom we have requested this information 
maintain that it does; therefore, will you cite your opinion and 
any Interstate Commerce Commission ruling or court decisions 
to cover? 


Answer: Item 1002 of Agent Sedgeman’s tariff I. C. C. No. 
198 reads as follows: 


Rates named in Section 2 and Basing Arbitraries on pages be 
to 195, inclusive, are governed by Western Classification 1n —— al 
tion with Exceptions published on pages 138 to 158, inclusive, an aoe 
rules, packing requirements, estimated weights and minimum oi 
load weights published in said classification or exceptions, t n a 
(whether shown under heading of “rules” or in connection wit Ay 
dividual items), govern both class and commodity rates, ong 
otherwise specifically provided in this tariff, or in individual iss 
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HY did the Rapio-vicToR CoRPORATION OF AMER- 
Ica establish regional headquarters at Dallas, ranking 
with New York, Chicago, Atlanta and San Francisco? 


Of course there were several reasons: a study of the size and 
richness of the Southwest market; a study of the transporta- 
tion facilities and rates; and, especially, a thorough study of 
I. C. C. Docket 14880. 


Figures on the buying power of the Southwest market— 
more than six billion dollars annually—showed the Southwest 
to be well worthy of special, intensive sales cultivation. 


A study of I. C. C. Docket 14880—giving a new scale of 
rates from the North and East into the Southwest—and a 
new mileage scale of rates within the Southwest—clearly 
indicated Dallas as the logical center of Southwestern distri- 
bution. 


With the new mileage rates, Dallas’ position as Southwest- 
ern distribution center is greatly strengthened. Now, 1,936 
national and sectional concerns—including many of the most 
famous American business institutions—maintain sales, dis- 
tribution or manufacturing branches in Dallas. 


** Dallas—Distribution Center” is the title of a special 
report that we have prepared for executives. It includes a 
comprehensive analysis of what I. C. C. Docket 14880 means 
to manufacturers interested in serving the six billion dollar 
Southwest market. Mail the coupon or write on your business 
letterhead. 
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lawfully on file with the Interstate Commerce Commission, applicable 
in connection therewith. 


In Paine Lumber Co. vs. Tennessee Central Ry. Co., 136 
I. C. C. 559, the Commission held that under a similar tariff 
provision a minimum weight published in a commodity rate item 
was subject to the sliding scale carried in rule 34 of the Con- 
solidated Classification. 

It is true that the parenthetical clause reading “including 
graduated minimum for cars over 36% feet in length” is not 
carried in item 1002 of Agent Sedgeman’s tariff, but this item 
provides that rates in section 2 are subject to “all rules, pack- 
ing requirements, estimated weights and minimum carload 
weights” published in the classification, thereby, in our opinion, 
subjecting the commodity rate items to the provisions of rule 
34, in so far as the sliding scale minimums are concerned. 


Rates—Canadian—Through Rate Exoeeding Combination of 
Intermediates 


Canada.—Question: We would appreciate your advising if 
you are aware of any ruling or regulation which governs pro- 
tection of lowest combinations of rates on the Canadian roads. 

Answer: In the proceeding entitled Re Joint Freight and 
Passenger Tariffs, 10 Can. Ry. Cas. 343, it was held that to 
charge a joint toll in excess of the sum of the locals is prima 
facie unreasonable and unjustly discriminatory, and the onus 
of disproof should, in individual complaints, be on the carrier 
or carriers concerned. See also Montreal Board of Trade vs. 
Can. Pac., Ottawa & New York, and Intercolonial Ry. Cos., 18 
Can. Ry. Cas. 6. 

It has also been held that it is the duty of a carrier to for- 
ward an unrouted shipment via a route over which a combina- 
tion rate lower than the through rate via another route applies. 
Sinclair vs. W. E. & L. S. R. Ry. Co., 18 Can. Ry. Cas. 344. 


Rates—Reasonableness of Lower Rates in Reverse Direction 


lowa.—Question: Can you give me reference to any deci- 
sion of the Commission wherein they have passed on the ques- 
tion of a reduction in the rates in one direction account of 
lower rates being applicable in the reverse direction? 

We desire to show that the rates from an eastern point to 
a western point should not be greater than the existing rates 
from the western point to the eastern point. 

Answer: See, with respect to this question, the following 
cases: Dudlo Mfg. Corp. vs. C. & N. W. Ry. Co., 142 I. C. C. 
383; W. G. Bush & Co. vs. L. & N. R R Co., 115 I. C. C. 45; 
and Iwand S. Docket 1868, 83 I. C. C. 753, in which cases the 
Commission held that the rates in one direction were unrea- 
sonable or discriminatory to the extent they exceeded the rates 
in the reverse direction. See, however, Rich Steel Products 
Co. vs.'So. Pac. Co., 109 I. C. C. 465; Raritan Copper Works vs. 
Director-General, 92 I. C. C. 671; and Eastbound Transconti- 
nental ‘Cotton Rates, 34 I. C. C. 248, in which cases it was held 
that rates in one direction were not unreasonable in that they 
exceeded the rates in the reverse direction. The divisions in 
Flynn, Welch & Yates vs. A. T. & S. F. Ry. Co., 142 I. C. C. 
298; and Peyton Packing Co. vs. Abilene & Southern Ry. Co., 
122 I. C. C. 3, hold that the bare comparison of the differences 
in rates on unrelated commodities moving in opposite directions, 
without any showing as to the various elements affecting those 
rates, falls far short of establishing the unlawfulness of the 
rates attacked. 

Notice of Claim 


Pennsylvania.—Question: A shipment is made from A to C 
part of which checked short at destination. At transfer point B, 
according to the carrier’s records, the shipment was handled 
without exception. A claim for the shortage was filed about 
27 weeks after the date of shipment, but it was declined by 
the railroad company, because it or a notice of the owner’s 
intentions had not been filed within the six months’ period. 

Being a clear case of shortage, apparently due to the trans- 
portation agency’s negligence, we do not believe the filing of 
a notice of our claim within the six months’ period was re- 
quired, and would appreciate it, if you will refer us to a decision 
or two that will substantiate our contentions. 

Answer: With respect to this question, see the decisions 
in Barrett vs. Van Pelt, 268 U. S. 85; Davis vs. John L. Roper 
Lumber Co., 265 U. S. 158; C. & O. vs. Thompson Mfg. Co., 
270 U. S. 416. In regard to claims of the class covered in the 
proviso of paragraph B of section 2 of the Uniform Bill of 
Lading Contract Terms and Conditions, this provision has been 
construed by the Supreme Court in the above referred to cases, 
unless a claim or notice of claim is filed within the stipulated 
time, i. e., six months, the burden of proving negligence on the 
part of the carrier rests upon the shipper, which is not the case 
where a claim or notice of claim is filed within the stipulated 
time. 

Prior to the amendment of March 4, 1927, the proviso did 
not include a claim for shortage (C. & O. Ry. Co. vs. Thompson 
Mfg. Co., 270 U. S. 416), but a shortage is covered by the 
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amended proviso under the wording “that if the loss, damage, 
or injury complained of was due to carelessness or negligence 
while in transit * * * then no notice of claim or filing of 
claim shall be required as a condition precedent to recovery, 

See the following cases which have applied the decisions 
of the Supreme Court in the above referred to cases, recovery 
being had or denied, depending upon whether the court cop. 
sidered that the burden of proof had been met by the shipper: 
Southern Ry. Co. vs. Atl. Ice & Coal Co., 149 I. C. C. 71; Mt. 
Arbor Nurseries vs. American Ry. Exp. Co., 300 S. W. 105: 
Douglas Shoe Co. vs. P. M. Ry. Co., 217 N. W. 12; C.R.L& p 
Ry. Co. vs. S. L. Robinson & Co., 298 Fed. 86; American Ry. 
Express Co. vs. Ronw Co., 294 S. W. 401; Radowsky vs. N, yY. 
N. H. & H. R. R. Co., 154 N. EB. 334. 


Sales—Duty of Seller in Selecting Carrier 
Ohio—Question: We have a controversy in regard to over. 
charges due to routing shipments to Cape Girardeau and Poplar 
Bluff, Mo. 
We were routing these shipments B. & O. C/o Mo. Pacific, 
via Thebes, Ill., to give our customer the benefit of the cheaper 
rate, but on June 2, 1927, he wrote us as follows: 


Until further advised kindly ship all our goods via the cheapest 
route care of the'Frisco Railroad. 


Finding no physical connection at the time with the Frisco 
Lines at or via Thebes, Ill., we inserted the following routing 
in bill of lading: B. & O., c/o Frisco Lines package car, show- 
ing no junction or transfer point, and the carrier sent same via 
St. Louis, which route took the higher rate. 

It is claimed that we violated our customer’s instructions 
and should pay these overcharges. 

In your opinion, can they compel us to do so, or is there 
any possibility of collecting same from the railroad company’? 

Kindly let us have your views on this matter; also, if pos- 
sible, cite us a case similar to this, and the decision rendered 
on same. 

Answer: Ordinarily, where goods are to be shipped to the 
buyer, a delivery by the seller to the carrier designated by 
the buyer is a delivery to the buyer, and constitutes a full per- 
formance of the seller’s obligation to make delivery. This 
is on the theory that the carrier is made the agent of the buyer 
to accept the delivery. If the buyer directs the goods to be 
sent to him by carrier without designating any particular carrier, 
a delivery by the seller to the carrier selected by him, if proper 
care is used in the selection, is a delivery to the buyer to the 
same extent as though the buyer had himself selected the car- 
rier. If the carrier is not specified, the seller, acting in this 
respect under the order of the buyer to forward the goods, is 
his agent in the selection of the carrier, and in either case the 
carrier is, in contemplation of law, chosen by the buyer. Tem- 
pleton vs. Equitable Mfg. Co., 96 S. W. 188; Hill vs. Fruita 
Mercantile Co., 94 Pac. 354; Hurt vs. Ridenour-Raymond Grocer 
Co., 108 Pac. 968; Magruder vs. Gage, 3 Am. Rep. 177; Kelsea 
vs. Ramsey, etc., Mfg. Co., 26 Atl. 907. 

In Farmers Cotton Oil Co. vs. F. H. Brooke & Co., 82 S. E. 
375, it was held that where goods are sold under a written con- 
tract fixing a price ‘“f. o. b. cars” at the place of shipment, 
without any right reserved for the buyer to designate there- 
after the particular common carrier to whom delivery shall be 
made by the seller, the contract is complied with by a delivery 
“fo. b. cars’ of any one of several common carriers in the city 
from which it is agreed shipments shall be made, whether the 
cars are on a regularly used spur or sidetrack of the carrier, 
or on the main line, or at the depot of the carrier, at the point 
of shipment. 

With the exception of the above we can locate no law upon 
this subject. It would appear, however, that unless the buyer 
designates the carrier, the seller, if he uses reasonable care 
in selection of the carrier, cannot be held liable for a difference 
in the freight rates applicable via different routes. We doubt 
if there is any obligation on the part of the seller to ascertain 
the cheapest possible route and forward the shipment accord- 
ingly. He probably could be held liable if he selected an unduly 
circuitous route or one which the use of reasonable care should 
have precluded his using. 

Under the routing instructions furnished by you it was the 
duty of the initial carrier to forward the shipments via the 
cheapest rated route of which the Frisco Railroad formed a 
part, there being no obligation on the part of the initial carrier 
to forward the shipments via a route including a third and in- 
tervening line, the lines specified in the bill of lading forming 
a complete route from point of origin to point of destination. 
See Norcross Marble Co. vs. B. & O. R. R. Co., 126 I. C. C. 741. 
and Petroleum Products Co. vs. Galveston, Harrisburg & San 
Antonio, 120 I. C. C. 24. 


Tariff Interpretation—Toys 


Indiana—Question: In the classification there is _ 
stating that articles of utility cannot be classed as toys. 
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King Cotton’s 
Own Southwest System 


w= a service covering the Southwest like 
a blanket and with a determined effort to 
meet the most urgent needs of cotton shippers 
promptly and efficiently—the L. & A. is happy 
to take a hand in the season’s biggest job. 


With an improved service and fast schedules 
co-ordinated with those of its principal connec- 
tions, this new and enlarged system now be- 
comes King Cotton’s own Southwestern System. 


B. S.JATKINSON, Senior Vice-President 
H. C. COUCH, President: : 
Shreveport, La.’ _ 


LOUISIANA & ARKANSAS 
RAILWAY 


Fast Overnight Passenger Service 








Between St. pal and Shreveport Via Missouri Pacific -L & A 
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is the common belief among rate men in this community that 
any toys which have an educational feature are ipso facto re- 
moved from the toy classification. They seem to. be of the 
opinion that this is the decision of the Commission. 

Can you advise if you can locate any decisions that point 
this way? 

Answer: Other than the Commission’s decision in Daisy 
Mfg. Co. vs. A. & V. Ry. Co., 81 I. C. C. 44, we can locate no 
decisions in which the Commission has discussed the question 
of what characterizes a toy. In this case the Commission dis- 
tinguished toys from other articles on the basis of utility, but 
it has not, in any case, held that a toy which has an educa- 
tional feature is an article of utility and not a toy. 


Reconsignment—Notice to Second Consignee Under Turnover 
Order 

Michigan.—Question: A carrier’s reconsigning tariff defines 
a turn-over and a reconsignment in the customary manner and 
makes the usual distinction between them, but their idea is that 
when an order is given for delivery of a car to a new owner 
and it is specified that new owner shall pay the charges, such 
a transaction is a reconsignment, not a turnover. No change 
in destination is made. A charge of $2.70 is made for the recon- 
signment. 

Due to the manner in which this interpretation is given it 
must also be considered a reconsignment under the demurrage 
rules, notwithstanding the reference to turnovers in Rule 2-B-1. 

The original consignee is given 24 hours’ free time. The 
new owner is not notified, but is given 48 hours from the first 
7 a. m. following the day on which the order is given. They 
say that he does not require a notice, as he purchased the car 
at destination and must know it is there, but due to the peculiar- 
ities of the business and the fact that it is handled in a public 
delivery yard where hundreds of cars are placed, he wants some 
notice from the railroad. They refuse to make a practice of 
giving any notice because they say the car would not have ar- 
rived at destination consigned to the new owner and they are 
compelled to give notices only on arrival. From the original 
owner’s viewpoint it must be remembered that he no longer has 
the car under direct supervision and yet is not assured that the 
carrier has tendered delivery to the new owner. He also wants 
a notice given to the new owner. 

The Demurrage Tariff provides for the computation of time 
from (1) a notice, (2) time bulk is broken, or (3) actual place- 
ment on private track. None of these circumstances exist and 
we feel that time cannot be computed against the new owner 
without a definite starting place. 

May we have your opinion? 

Answer: In the Reconsigning Tariff, under the general 
heading “Exceptions,” in paragraph (1), it is provided that 
where a car is placed for delivery at destination and an order 
for the delivery of the contents thereto to other than the billed 
consignee is or has been presented to and accepted by the agent 
of the carrier at destination, and no change is involved in billing 
records, nor additional movement of car required, no charge 
will be made. The disposition of a car under this provision of 
the Reconsigning Tariff is a turnover and, under Section B-1 
of Rule 2 of the Demurrage Tariff, a turnover is not to be con- 
sidered as a reconsignment in applying the demurrage rules. 

If, however, a change in the name of the consignee is made 
before placement of the car, the change is not a turnover, but 
a reconsignment under the provisions of Rule 11 of the Recon- 
signing Tariff, for which a charge is or is not made according 
to when the order is received by the carrier, i. e., prior to or 
subsequent to the arrival of the car. 


While an order for a turnover may be furnished at any time 
within a period of 48 hours, under the provisions of Section A-1 
of Rule 2 of the Demurrage Tariff, there is no specific provision 
in the Demurrage Tariff for sending of a notice to the second 
consignee, either in the case of a turnover or a reconsigment 
under the provisions of Rule 11 of the Reconsigning Tariff. We 
can locate no opinion of the Commission which deals with this 
question. 

Tariff Interpretation—Compliance with Tariff Requirements Con- 
ditions Precedent to Application of Transit Privileges 

INMinois.—Question: We will appreciate your opinion cover- 
ing the following: 

A car of horses was shipped from Burns, Ore., to Hinsdale, 
Ill. However, by mistake, the shipment was billed to Nampa, 
Idaho, first, where a few more horses were loaded and then the 
car was rebilled to Hinsdale. The car was never out of the 


Possession of the carriers at any time. 

We contend that the charges should be be on the basis of 
through rate from Burns to Hinsdale, stopoff at Nampa, whereas 
the carriers take the position that the proper rate is a combina- 
tion on Nampa. 

Further particulars are these: 


There is no through rate 
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from Burns to Hinsdale, but the rate bases on Crane, Ore 
The tariffs involved appear to be Union Pacific tariff No. 6014-4. 
I. C. C. 3668, and Oregon Short Line tariff, naming a Proportional] 
rate from Burns to Crane. Tariff No. 6014-A, item 225, refers to 
tariff No. 3000-H, I. C. C. 2471, and this tariff, in item No. g49 
carries authority for stop-off charge. The shipment was hap. 
dled as one movement. 

The Commission, in its decision in Woodward & Son ys 
So. Ry. Co., 146 I. C. C. 583, states that tariff provisions cannot 
be held to be conclusive as to the character of a particular 
movement; that is, whether it is a separate or a through move. 
ment; that such provisions are conclusive as to the applicable 
rate, once the character of the movement is determined, put 
they are only part of the considerations enternig into a deter. 
mination as to what in fact was the character of the movement: 
that they must be considered together with other circumstancés 
bearing on the character of the transportation which was within 
the contemplation of the parties. 

The character of this shipment was a through movement. 
That was the intention when car was originally shipped, put 
it was shipped by a stock man who knew nothing about the 
traffic angle. 

Let us suppose that there had been a through rate which a 
combination on Nampa had made lower. Under these circum. 
stances, the carriers would undoubtedly attempt to apply the 
through rate plus the stop-off on the contention that by rebilling 
from Nampa we were attempting to defeat the through rate, 
which would, of course, have been illegal. 

The through charges were all collected on one expense bill 
at destination, indicating the character of the shipment was a 
through movement. 

We do not ask you to check out these rates, but rather 
would like your opinion on the principle here involved. 

Answer: Item 840 of Oregon Short Line Tariff 3000-H, 
I. C. C. 2471, in addition to specifying the period of time for 
which horses may be stopped in transit and the basis of rates 
to be applied on such shipments, provides that the horses when 
reshipped under the provisions of these rules must be accom- 
panied, when tendered for reshipment, by a certificate in the 
form specified, signed by the shipper or his authorized agent. 

The Commission, in several cases, has held that a compli- 
ance by a shipper with the tariff provisions is a condition prece- 
dent to the application of a given rate or the obtaining of a 
transit privilege. See American Licorice Co. vs. C. M. & St. P,, 
95 I. C. C. 525; Dill-Crosett, Inc., vs. Director-General ,104 I. C. C. 
48; Beatrice Creamery Co. vs. C. B. & Q., 107 I. C. C. 568, and 
Maloney Tank Mfg. Co. vs. St. L. & S. F. R. R. Co., 42 I. C. C. 606. 

Failure to comply with the above tariff provision will, in 
the instant case, preclude the application of the transit privi- 
lege on the shipment, under the rulings of the Commission in 
the above referred to cases. 


Proof of Loss or Damage 
Minnesota——Question: A shipment of fish originated at 


Amsterdam; the terms of the purchase were “CIF New York.” | 


The ocean carrier delivered the shipment to a rail line at New 
York for reforwarding to a point on the Great Lakes. The bill 
of lading issued by the inland carrier showed no notation of 
bad order or recoopering. When the shipment was delivered 
to the consignee at destination, 174 barrels were without brine, 
19 barrels were recoopered and without brine, and one barrel 
was received with the head out. 

The inland carrier has declined our claim for the cost of 
rebrining the barrels received dry, on other than a 50 per cent 
basis. They offer no proof that the damage occurred to the 
shipment while in possession of the ocean carrier, but contend 
that the ocean carrier should stand 50 per cent of the claim. 

In view of the facts that the ocean carrier secured a clear 
receipt from the inland carrier and that the shipment did not 
move on a through bill of lading, but was reforwarded at New 
York, is it not your opinion that the ocean carrier has beeD 
relieved of liability and that the inland carrier should pay the 
entire amount of the claim? 

Answer: Ordinarily, where it is shown that goods were 
delivered to the initial carrier in good condition, the presump 
tion is that the goods when received by an intermediate or de- 
livering carrier were in the same condition, which presumption 
must be rebutted if the carrier against whoni suit is brought 
is to avoid liability. See C. & N. W. vs. Whitnack Produce 
Co., 258 U. S. 369. 

As the shipment in question did not move on a through - 
of lading, the burden is upon the shipper to, as in the case 0 
goods delivered to a rail carrier by the shipper (the steamship 
company being in the instant case the agent of the shipper to 
deliver the goods to the rail line), show a delivery of the prop 
erty in good condition to the carrier and its receipt at destina- 
tion in a damaged condition. : . 

Upon proof by the shipper of these facts the burden 1s upo 
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The Santa Fe— 


is the only line operating on its own rails “all 
the way” to California. 


Fast “One Line’, “On Time’? Service— 


to and from California, Texas and points in 
intermediate states means no switching or extra 
handling at terminals. 


Daily “Run Through”’ Package Cars— 


handle your merchandise from Boston, New 

~~ York, Chicago, St. Louis, Kansas City, and other 
large centers as terminal points, to destinations 
in California and in the Santa Fe Southwest with 
On Time regularity. 


Consult Chamber of Commerce monthly reports of 
Chicago, St. Louis and other cities. Check Santa 
Fe percentage of performance with that of other lines 
and be convinced of what Santa Fe ‘‘One Line’’— 
‘*On Time”’ service means to you and your customers. 
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the carrier to show ‘that ti jmjury to the goods is a result of 
some cause, ‘for ‘the ¢dnkagirences of which it is not liable, such 
‘as an act of ‘G04, \the tfault of the shipper, the inherent nature 
‘of the -goods .or other excepted cause. 

Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from ‘liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
earrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing ta the fact that the goods have 
not been unpacked subsequent to their transportation to the 
point of shipment via the rail carrier, have positive knowledge 
of their condition at the time they are delivered to the rail 
carrier and can only show this by evidence as to the condition 
of the packages, etc., and their care after having been delivered 
by the carrier which transported them to the point from which 
they are subsequently reshipped. 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as to 
that fact, and not that the goods were actually in good condition 
at the time they were delivered to the carrier for transportation.. 
That is, such a statement relates only to external conditions, 
and does not make out a prima facie case against the carrier 
with reference ta damage mot apparent. The recital of good 
condition, or apparently good condition, does, however, make 
out a prima, facie case against the carrier that the goods were 
in apparently good condition so far as ordinary inspection with 
out opening the package would disclose, the burden of pmooft 
being on, the carrier to show that the goods were not in. such 
apparently good condition when received by it for transportatiom 

The fact that the ocean carrier secured a clear receigt. from 
the rail earrier does, not release it from liability, a reeeipt not 
being: conclusive, but subject to rebuttal upon proof. that the 
facts, are otherwise than as shown in the receipt. 





Personal Notes 








William C. Ermon, identified for many years with, industrial 
traffic activities in the south and soyshwest, has beem selected: 
to be executive secretary-manager of the investigating com- 
mittee of the Commercial Affairs; Committee of; New Orleans. 
This committee, headed by Huey P. Long, governor off Louisiana, 
has been formed to further the indus- 
trial expansion of New Orleans. The. 
function of the investigating committee. 
is to make surveys and. analyses, of; 
matters relating to commerce and. inr 
dustry. Previous to 1926, when Mn.:. 
Ermon left traffic work to direct the 
affairs of the Equitable Homestead and 
the Surety Credit companies, he was 
for 23 years traffic manager for the 
Virginia-Carolina Chemical Company 
and the Southern Cotton Oil Company. 
From 1894 to 1902 he was connected 
with the Southern Pacific. At various 
times in his traffic career he was, presi- 
dent of the Southern Traffic League 
and director in the National Industrial 
Traffic League and the Southwestern 
and Southeastern regional advisory boards. 


@. A. Schmidt has been appointed representative of thes 


export, services of Moore & McCormack Company, Inc., the 
American Scantic Line and the Commercial Steamship Lines,. 
with, services from New York to the Baltic ports and South. 
America, respectively. The appointment is effective October 1. 
He succeeds W. J. Smith, resigned. J. A. Olson has also been 
appointed to represent the Calmar Line, with service from Balti- 
more and Philadelphia to the Pacific coast, as well as the coast-- 
wise service of the Commercial Steamship Lines, with services. 
from Philadelphia to New Orleans and Tampa, Fla. Both will 
have headquarters at Chicago. 

The Rock Island Railway Club of Chicago, which has the: 
distinction of being the only social club of its kind in the middle: 
west, will observe its twenty-fifth anniversary October 15 with. 
a dinner at the City Club. The speaker will be Col. Robert. 
Isham Randolph, of the Randolph-Perkins Company, engineers, 
who will discuss “The Lakes-to-the-Gulf Deep Waterway Proj-- 
ect.” 
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He is instructor: 
in transportation and traffic at Tulane University. 


Executives of the railroad will attend. The club has a. 
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membership of about 150. William Camphausen, secretary to 
vice-president, secretary and treasurer of the road, Carl Nyquist, 
is president. 

H. A. Scandrett, president of the C. M. St. P. & P, J. T. 
Gillick, vice-president, and H. H. Field, general counsel, ad- 
dressed the annual convention of the Veteran Employes’ Asgo- 
ciation of the Milwaukee Road, at Seattle, this week. An at- 
tendance of more than two thousand was expected, fifteen 
hundred of whom were carried from the middle west by five 
special trains. J. M. Horan, said to be the oldest active rail- 
roader in the world, an employe of the locomotive shops at: 
Milwaukee, was one of those in attendance. He is 91 years 
old and has a record of 74 years of service on the Milwaukee. 





Robert Hula, who has been selected to be the first chair- 
man of the industrial traffic division of the Chicago Association 
of Commerce (See Traffic World, September 14, p. 631), is a 
man of wide experience in railroad and industrial traffic. Begin- 
ning with the Burlington in 1906, in the auditor’s office, he 
switched to industrial traffic, in 1911, by 
accepting a position with the Universal 
Portland Cement Company. Two years 
later he was transferred to the Illinois 
Steel Company, operated by the same 
corporation, and it was there that he 
obtained his experience with rate ad- 
justments, one of his major jobs being: 
in connection with the first Illinois rate 
case. His work in that case attracted 
the attention of the executives of the 
Steel and Tube Company of America 
and in 1918 he went to that company 
as assistant traffic manager. In the five 
years of his connection there he han- 
dled, among other cases, much of the 
detail of the iron ore rate case which 
resulted in a revision of the rates from 
the ore producing territories to the lake ports. In 1923 he be- 
came assistant director of traffic for the Chicago Association of 
Commerce. Although he held that position for only ten months,, 
it was just in that period that the Midwest Regional Advisory 
Board was formed, of which Mr. Hula was one of the organizers, 
serving as general secretary until 1928. Early in 1925 the Clay- 
ton Mark Company was organized and he took the traffic mana- 
gership, which position he now holds. Mr. Hula was chairman 
of the traffic committee of the Illinois Manufacturers’ Associa- 
tion in 1920 and 1921, and is now third vice-president of the 
Traffic Club of Chicago. He lives with his wife and daughter at 
Riverside, Ill. He was born in Chicago and educated in the pub- 
lic schools there and in Cicero, Ill. For seven years he was 
president of the board of education in the latter city. He is 
known as an outstanding endurance automobilist, having just 
returned from a tour in which he covered 4,400 miles in a little 
less than three weeks. 





S. K. Burke has been appointed assistant general industrial 
agent, Southern Pacific, at San Francisco, succeeding A. K 
‘Frye, promoted. 

F. M. Palmer has been appointed industrial agent, Nickel 
Plate, at Chicago. 

Joseph H. Wells, traffic manager of the Williams Line at 
New York, has been promoted to Atlantic coast manager. A. P. 
Zipf, Pacific coast manager, has been made vice-president and 
general manager, with headquarters at San Francisco. Louis 
‘Shain, western claim agent, has been appointed general claim 
agent, with headquarters at San Francisco. 

J. O. Younger has’ been appointed general agent, freight 
‘department, C. R. I. & P., at Winston-Salem, N. C. 

Following the appointment of W. D. McVey as assistant 
freight traffic manager of the New York Central, at Chicago, 
the position of general freight and passenger agent, Rutland 
Railroad, has been abolished. S. W. Carder has been appointed 
general freight agent. A. C. Thompson, now assistant general 
passenger agent, has been promoted to general passenger agent. 
Both will have headquarters at Rutland, Vt. 

L. L. Anderson has been appointed traffic manager, La Salle 
Steel Company, Chicago. He was formerly with John Austin & 
Company. 

The following appointments have been made on the Nor- 
‘folk & Western: A. Drahos, Pacific coast agent at San Fran- 
-cisco; L. W. Houseman, commercial agent at Denver, succeeding 
Mr. Drahos; G. R. Swisher, traveling freight agent at Columbus, 
-O., succeeding Mr. Houseman; H. F. Kinstler, traveling freight 
-agent at Columbus, succeeding Mr. Swisher; H. C. Crueger, 
traveling freight agent at Baltimore, succeeding J. E. Bingley, 
‘who died; J. R. Ermer, traveling freight agent at oo 
succeeding Mr. Crueger; W. A. Cormany, traveling freight — 
at Baltimore, succeeding Mr. Ermer; E. T. Ayres, traveling 
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freight agent at San Francisco; T. B. Collett, traveling freight 
agent at Cincinnati, succeeding Mr. Ayers; W. M. Cramer, Jr., 
traveling freight agent at Detroit, and John J. Evich, assistant 
forgeign freight agent at Cincinnati. 

H. H. Simms has been appointed assistant general freight 
agent, Florida East Coast Railway, at St. Augustine, Fla. 





Doings of the Traffic Clubs 





Thomas James Norton, formerly general attorney for the 
Santa Fe, and author of two books on the Constitution of the 
United States, was the speaker at a noon-day luncheon observ- 
ance of Constitution week by the Traffic Club of Chicago, at 
the Palmer House, September 19. In opening his talk he pointed 
out that every nation that had become great in history had 
done so because of its supremacy in commerce and transporta- 
tion and that, therefore, he expected especial interest in his 
subject from traffic men. The title of his address was “The 
Constitution of the United States in Relation to Everyday 
Affairs.” He stressed especially the danger that threatened 
the country’s institutions because of a tendency on the part of 
Congress to insert itself into affairs that are properly judicial 
under the Constitution. He cited numerous cases where acts 
of Congress have been found unconstitutional by the Supreme 
Court and showed that, in each instance, the acts thus thrown 
out were potentially dangerous. Of late, he said, there had 
been some tendency on the part of the Supreme Court to per- 
mit encroachment in judicial matters by the federal legislature; 
but he pointed out that it was rather too much to expect that 
nine men could hold out perpetually against pressure not only 
from Congress but pressure and indifference on the part of 
the public. To the extent that the average man may make his 
sentiments plain in these matters, he said, it was the duty of 
each citizen to familiarize himself with the Constitution and to 
act to preserve it when danger threatened. A potent instrument 
in this connection, he said, was the public school system where 
there was still much room for improvement in the teaching of 
Constitutional matters. J, P. Haynes, executive vice-president 
of the Chicago Association of Commerce, chairman of the club’s 
public affairs committee, presided, and J. H. Beek, executive 
secretary of the National Industrial Traffic League, vice-chairman 
of the committee, introduced the speaker. There were over 
three hundred present. 


The Buffalo Transportation Club, at a meeting of its board 
of directors September 16, voted to join the Associated Traffic 
Clubs of America. The board meeting followed a luncheon 
meeting of the club, which was addressed by Henry A. Palmer 
on the subject of the association. The club, which has lately 
been reorganized under the leadership of W. G. Clayton, Jr., its 
president, has now a membership of nearly four hundred and 
is rapidly growing. 








Albert I. Hoskins, of the Southern Pacific, was the principal 
speaker at a meeting of the Pacific Traffic Association at the 
Palace Hotel, San Francisco, September 10. His subject was 
“Proportional Rates on the Pacific Coast.” Moving pictures, 
“Big Game Hunting in British East Africa,” taken by H. O. 
Harrison, of San Francisco, were Shown. 





The Junior Traffic Club of Chicago will hold its last golf 
tournament of the season at the Pipe O’Peace Golf Club Sep- 
tember 21. 





The educational committee of the Birmingham Traffic and 
Transportation Club has completed arrangements for a regular 
“round table” luncheon each Tuesday with the Business and 
Professional Women’s Club, at which there will be discussions 
of traffic matters of general interest. A “membership stag” 
will be held at the Thomas Jefferson Hotel September 24. There 
will be an elaborate program of entertainment. 





The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel September 16. Special entertainment was pro- 
vided. 





At a meeting September 24, the Traffic Club of New York 
will select a nominating committee to choose officers for the 
coming year, to report in October. R. N. Collyer, chairman, 
Traffic Executive Association, Eastern District, will speak on 
“Trends in Rate Making” and a short talk will be made by 
T. T. Harkrader, president of the Associated Traffic Clubs of 
America. Dinner will be served. A forum meeting will be held 
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September 30. It will be conducted by Ralph P. Bird, vice. 
president of the club, and J. H. Butler, general manager, Rajj- 
way Express Agency, will speak on “Express Rates and Service,” 
In addition to a discussion of “rates and service,” Mr. Butler is 
expected to touch on recent developments incident to the trans. 


fer of the company to the railroads. The bowling league of 
the club will begin its 1929-1930 tournament at Dwyer’s Bowling 
Academy October 7. 





The Traffic Club of the Brooklyn Chamber of Commerce 
began its fall activities with a meeting at the Elks’ Club Sep. 


.tember 19. A nominating committee was elected and the H. ¢. 


Bohack Company presented a moving picture, “Ask Me Another,” 
The president of the club, Louis Harber, traffic manager, U. sg. 
Printing and Lithographing Company, was in charge. The 
entertainment committee presented a program, following the 
business meeting. 





A program of entertainment and a speaker will be provided 
at a meeting of the San Antonio Traffic Club at the Plaza Hotel 
September 23. 





A. W. Anderson, president and general manager, Charleston 
& Western Carolina, was the principal speaker at a meeting 
of the Traffic Club of Atlanta at the Atlanta Athletic Club Sep. 
tember 16. “I know of nothing that has so much cemented 
the relations between the public and the country’s railroads 
as has the national traffic association, of which your club is a 
member, and we are particularly pleased that you should pay us 
the compliment of drafting one of our household as one of your 
national officers,’ he declared in his address. The program 
was sponsored by the C. & W. C. and arranged by T. B. Curtis, 
general agent of that line. Guests included Ernest Williams, 
general freight and passenger agent, C. McD. Davis, freight 
traffic manager, and numerous other officers and employes. The 
Puliman Porters’ Quartet furnished entertainment. 





The Transportation Club of St. Paul held an “entertainment 
meeting” at the Union Depot dining room September 17. John 
Fox, special representative of the Mississippi Valley Associa- 
tion, was guest and speaker. His subject was “River Trans- 
portation.” 





An “educational dinner meeting” was held by the Los 
Angeles Transportation Club at the Alexandria Hotel September 
17. Col. Wilbur S. Tupper, publicity director for the Union Steam- 
ship Company, who recently returned from a trip to New Zea- 
land and Australia, where he was a guest of the governments, 
lectured on those countries, supplementing his talk with moving 
pictures. 





In addition to its president, Robert McDowell, the Miami 
Valley Traffic Club has selected the following as its representa- 
tives at the St. Louis meeting of the Associated Traffic Clubs 
of America: C. J. Nichol, traffic manager, P. A. Sorg Paper 
Company, Middletown, O.; C. R. Carlton, district passenger 
agent, Pennsylvania, Dayton, O.; H. R. Skardon, traffic man- 
ager, Crowl Publishing Company, Springfield, O., and J. J. 
Wheatley, district freight agent, Nickel Plate, Cincinnati. 





A discussion of Latin-American countries, prepared by the 
research committee, was presented at a meeting of the Women’s 
Traffic Club of San Francisco at the Women’s City Club Sep- 
tember 19. In invitation has been received from the Port of 
Oakland to tour the harbor September 28. 





The Traffic Club of New England will start its fall and 
winter activities with a dinner meeting at the Copley-Plaza 
Hotel October 1. Senator Harry B. Hawes, of Missouri, will 
speak on “The Great Outdoors.” He will be introduced by 
President George Hannauer, of the Boston & Maine. A number 
of musical features will be presented. 





The first meeting of the present year of the Cooperative 
Traffic Association of New York was held at the 69th Regiment 
Armory September 12. There was an attendance of about 75. 
Nominations for officers were opened and there was an address 
by Walter Shipley, freight traffic manager of the Mobile & Ohio. 





A meeting of the Bridgeport Traffic Association will be held 
at Champ’s Farm September 23, with Harry G. Williams, of 
Albany, N. Y., as the principal speaker. Mr. Williams is pres- 
ident of the United Highway Lines, Inc. His subject will be 
“Highway Transportation.” 





A ten-team bowling league has been formed by the Mil- 
waukee Traffic Club. Play will be held each Monday night at 
F. G. Smith’s Bowling Alleys. The first match was played 
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Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City 23 hours 
Pachuca- - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 
American Line.) 


F. P. Dothves Ga. Agent G. B. Aiguen, Gen, A ent 
a . e 1§1§ Penn ull ing 219 ° ‘XC e g. 
Through bills of lading issued by New York City 5. Louis, Mo. 


hip li inati F.N. Puente, Gen. Agt. A. Horcasitas,Com.Agt. F.C. Lona, Com. Agt. 
steams Pp l nes to all destinations 41 Monadnock Bid, - 414 Whitne Bank. Bldg. 301 Marquette ing 
| oa Francisco, Calif. New Orleans, La. Chicago, Ill. 


on the National Railways of Mexico 





"Responsible ~ Reliable ~ Reasonable 
228-236 WEST FOURTH STREET — “Surrounded by the Wholesale District” 


Merchandise Storage — Low Insurance Rates City Delivery Service, Twice Daily 
Pool Car Distribution Prompt and Efficient Service 
Freight Forwarders and Distributors Excellent System of Stock Records and Reports 


Members: American Chain of Warehouses, American Warehousemen’s Association, Traffic 
Club of K. C., Kansas City Chamber of Commerce, United States Chamber of Commerce. 


WRITE US FOR INFORMATION AND RATES 


EDISON: 


Does our 
average letter cost 
50°and will the fa- 
cility of direct dic 
tation cut that cost 
in half ? 


It will be a simple matter to 
prove this. And it will amaze 
you to learn the high price 
you are paying for twice- 
written letters—once in a note 
book, once on the typewriter. 


Let us prove this. Telephone “The 
Ediphone,” your City, or ask us for 
the book, “An Easy Way to Chart 


Your Correspondence.” 


Ask for Travel Service 


THOMAS A. EDISON, INC. 
ORANGE, N. J. 


W orld-W ide Service in all Principal Cities 
LONDON OFFICE: 
Victoria House, 
Southampton Row 


SS : . 
EdiIpNOn= 
~Ed1so™ ~ 


eR 
Radio Program Monday Evenings 
Casal 
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September 16. A. E. Ladwig, district freight and passenger 
agent, C. & N. W., is president of the league; O. W. Lutz 
traffic manager, Federal Rubber Company, is vice-president, and 
H. T. Faber, freight agent, B. & O., secretary and treasurer. 


“A Tour of Europe,” with M. E. Garrison as guide, featureg 


the program at the weekly luncheon of the Traffic Club of & 


Wichita September 19. Mr. Garrison recently returned from an 
extensive foreign tour. 


September 23 has been set by the Traffic Club of Kansas 
City for its first luncheon of the season at the Baltimore Hotel. 
Franklin H. Moore, vice-president and general manager, Fair. 
fax Airport, will be the speaker. Capt. Eddie Rickenbacker is 
expected to accompany Mr. Moore. 

. 

A. J. Brosseau, president of Mack Trucks, Inc., Interna. 
tional Motor Company, will be a speaker on motor transportation 
at the semi-annual meeting of the Associated Traffic Clubs of 
America at St. Louis in October, it is announced. 


The Rail and Water Club, of Los Angeles, which is affiliated 
with the Los Angeles Transportation Club, held the first of its 
meetings of the season at the Alexandria Hotel September 16. 
Through the courtesy of the Firestone Tire and Rubber Com. 
pany moving pictures, depicting a complete story of the tire 
industry from getting the crude rubber to the final distribution 
of the tires, were shown. 


DRY GOODS GROUP MEETS 


The metropolitan receiving and marking unit of the Traffic 
Group, National Retail Dry Goods Association, held its regular 
monthly meeting September 12, at the Hotel McAlpin, New York. 
The organization is starting its second year of existence with 
the members showing an increasingly keen interest in its work, 
it is reported. The business meeting was preceded by a dinner. 
The following officers were elected: J. E. Griffith, receiving 
manager, The Namm Store, chairman; M. Fibich, receiving man- 
ager, Gimbel Brothers, vice-chairman; L. F. Mongeon, traffic 
manager, National Retail Dry Goods Association, secretary- 
treasurer. Marion A. Eyers, traffic manager of L. Bamberger 
& Co., and B. H. Blakeslee, receiving manager of Best & Co., 
were the chairman and vice-chairman, respectively, the last year. 


OHIO VALLEY ADVISORY BOARD 


The twenty-third regular meeting of the Ohio Valley Ship- 
pers’ Advisory Board will be held at the Claypool Hotel, Indi- 
anapolis, Ind., at 9 a. m. (central time), October 3. Reports 
will be presented by approximately twenty-five commodity com- 
mittee chairmen, giving a business forecast, together with rail- 
road transportation requirements for the next ninety days, as 
well as a synopsis of business activities at the present time. 
William P. Basch, traffic manager, Link-Belt Company, Indianap- 
olis, is general chairman of the committee on arrangements. 
Reports indicate a large attendance, it is stated. Arrangements 
have been made by the local committee for a noonday luncheon, 
with a prominent speaker, following adjournment of the con- 
vention. 


TRANS-MO.-KANSAS BOARD 


Industry and agriculture in Missouri, Kansas, Oklahoma, 
Arkansas and Illinois expect an increased volume of traffic in 
October, November and December this year, compared with the 
same months of 1928, according to reports presented at the 
twenty-fifth regular meeting of the Trans-Missouri-Kansas Ship- 
pers’ Board, at St. Louis, September 15. 

Of the 28 basic commodities, 14 reported increases over last 
year. The total volume of traffic next quarter, expressed in 
car units, is reported at 507,267, compared with 490,742 actually 
shipped in the same period last year, an increase of 3.4 per cent. 

Of the industrial reports submitted, the following showed 


A all lA RS EMERG RN TE NORE 8 er 


an increase: Automobiles and trucks, 128.3 per cent; cement, 3 


2 per cent; clay products, 18 per cent; coal, 10 per cent; gas 
and petroleum coke, 24 per cent; dairy products, 5.4 per cent; 
grain products, 3.8 per cent; iron and steel articles, 1.9 per 
cent; other metals, pig, bar and sheet, 2.1 per cent; petroleum 
and products, 3 per cent; salt, 5 per cent; sand, stone and 
gravel, 15 per cent; sugar, syrup and molasses, 5 per cent. 


Officers of the railroads reported their lines in better physi ; 
cal condition to handle the increased traffic than at any time 


in their history, having an abundance of motive power in Te 
serve and a good supply of all classes of equipment, and that 
they anticipate no immediate difficulty in meeting the require- 
ments of the shipping public. However, it was pointed out that 
with the increasing demand for coal shipments and continued 
heavy movement of building materials, it would be necessary 
for shippers and receivers of commodities handled in open cars 
to take advantage of every means to expedite loading, unloading 
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orth Western 
Limited 


LEADERS 


in the company of the Nation’s finer 
trains, Chicago & North Western’s 
Flying Fleet of Famous Trains includes— 





The two finest trains in the world 


NORTH WESTERN 


LIMITED 


CHICAGO—-ST. PAUL—MINNEAPOLIS 
Leave Chicago daily 6:30 p. m. 


CorRN KING LIMITED 


CHICAGO—OMAHA—SIOUX CITY 
Leave Chicago daily 6:05 p. m. 


Fine, Fast Daily Trains to California 
from Chicago 


To San Francisco To Los Angeles 
OVERLAND LIMITED LOS ANGELES LIMITED 


Extra Fare—Only two nights en route 63 hours—No Extra Fare 


SAN FRANCISCO LIMITED CONTINENTAL LIMITED 
Fast, No Extra Fare Train Splendid, No Extra Fare Train 


To Los Angeles and San Francisco 
GOLD COAST LIMITED 


Faster Schedules to the Pacific Northwest 
PORTLAND LIMITED CONTINENTAL LIMITED 


Five hours faster—No extra fare Late evening departure 


Improved Service to Denver 
DENVER SPECIAL COLORADO EXPRESS 


In service for the Summer Season On faster schedule than ever before 


THE COLUMBINE 
Luxurious train to the Colorado Rockies 


Two Other Splendid Trains to 
St. Paul-Minneapolis 


THE VIKING NORTH AMERICAN 
Convenient Day Train Late Evening Departure 


For full information and illustrated 
booklets, write 
C. A. CAIRNS 
Passenger Traffic Manager 
400 W. Madison St. 
Chicago, Ill. 


CHICAGO & : 


NORTH WESTERN 


66-3 
The Best of Everything in the Best of the West RAILWAY 












Soda Fountain in 


Lounge car on the 
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NEW, FINER, FASTER SERVICE 


CALIFORNIA 


and the PACIFIC COAST 


me 





There are no finer, no 
faster trains than these 
without extra fare. 


LOS ANGELES LIMITED—De 
luxe all- Pullman, no extra fare. 
Barber, maid, valet, bath. 63 
hours. Lv. Chicago, 8:10 P. M. 


SAN FRANCISCO LIMITED— 
All- Pullman, no extra fare. 
Maid, barber, valet, bath. 63 
hours. Lv. Chicago, 8:20 P. M. 


PORTLAND LIMITED — Club- 
Observation and modern Pull- 
mans. Only through train 
Chicago to Portland. 63 hours. 
No extra fare. Lv. Chicago, 
8:30 P. M. 


Answering every 
question of luxury, 
speed and conveni- 
ence of departure. 


California and all the 
Pacific Coast have been 
brought hours nearer to 
the Eastand Central West 
by the recent inaugura- 
tion of faster Union Pa- 
cific service. Now seven- 
teen modernly equipped 
Union Pacific trains de- 
part from Chicago, St. 
Louis,Omahaand Kansas 
City for the golden West. 


No other route serves the 
West so completely, 
reaching as it does, all 
the important cities and 
scenic attractions. 


Travellers are provided 
with every class of restful 
accommodations and 
luxurious appointments. 
Union Pacific service con- 
siders every purse and 
preference. 


Ridingon Union Pacific’s 
marvelously smooth 
roadbed, you enjoy every 
minute of your journey. 
Why not follow the Overland 


trail on your next trip to 
California? 

See Death Valley en route— 
(famous California winter re- 
sort). Magnifieent grandeur. 
Inexpensive. 


Send for California booklet and complete 
train information 


Cc. J. COLLINS, Gen’! Pass’r Agt. 
Union Pacific System, Omaha, Neb. 


Laon Paci 


THE OVERLAND ROUTE 
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BAY WAY 
TERMINAL 


OFFERS 


Space in its modern fireproof 
buildings for manufac- 
turing of all kinds. 





Eleven miles from New 
York City. Labor in 
abundance. Water and 
Rail facilities. Trucking, 
and in fact, every termi- 
nal service. 


New York City Conveniences, 
at New Jersey Rentals 


=> 


We invite your inquiries 


=== 


BAYWAY TERMINAL 


BAYWAY, N. J. 
Offices—25 Church St., New York City 





and movement of this type of equipment if shortage is to be 
avoided. 

L. M. Betts, manager, car service division, American Railway 
Association, Washington, addressed the conference, outlining 
general transportation conditions in all sections, as viewed by 
the railroads. E. W. Coughlin, district manager, car service 
division, with headquarters at St. Louis, reported conditions to 
be satisfactory and assured the shippers that their needs would 
be fully taken care of during the remainder of the year.” He 
also stressed the necessity of complete utilization of equipment. 

The conference was attended by about 750 industrial anq 
railroad representatives. Clyde M. Reed, governor of Kansas 
and general chairman of the board, presided. 

The Traffic Club of St. Louis served a luncheon at the Jeffery. 
son Hotel. Governor Reed addressed the luncheon on “Impor. 
tance of Cooperation Between the Railroads and the Public.” 
There was an attendance of about 1,000 at the luncheon. 

Dr. W. F. Gephart, of St. Louis, addressed the conference 
on “Bankers’ Relation to Transportation,” and Col. F. W. Green, 
vice-president of the St. Louis-Southwestern, presented airplane 
views showing grade and curve reductions on that line, explain. 
ing improvements in service that resulted. He explained that 
the improvements were typical of those being made by all rail. 
roads of the country. The progress of the steel industry was 
explained by R. K. Keas, of St. Louis. Improved methods em. 
ployed by manufacturers of steel were displayed by film. 


WATERMELONS IN TRANSIT 

Watermelons in transit from the south to northern mar. 
kets sometimes suffer injuries which railroads and shippers 
have believed were due to contact with chemicals, particularly 
fertilizers, which remained in the cars from previous loadings. 
Experiments recently made by W. W. Gilbert, plant pathologist 
of the bureau of plant industry, and F. C. Meier, plant patholo- 
gist of the office of cooperative extension work, U. S. Depart- 
ment of Agriculture, confirm observations reported by railroad 
companies and shippers. 

In the experiments it was found that common salt, nitrate 
of soda, sulphate of ammonia, sulphate of potash, muriate of 
potash, superphosphate, a mixed fertilizer, and a certain water- 
melon fertilizer, caused injuries to melons, but that hydrated 
lime, air-slaked lime, and ground limestone caused no appreci- 
able injury. 

The investigators report two general types of injury, one 
characterized by a sunken, corroded, leathery appearance, pro- 
duced by superphosphate, and the other characterized by a 
browning, water-soaking, withering, and softening, caused by 
several chemicals. They say that there was scarcely any chen- 
ical injury to melons when cars were thoroughly cleaned, when 
the side walls were lined with paper, and when the cars were 
bedded with dry straw at the rate of three 75-pound bales to the 
car. 

The results of this experimental work are presented in 
Circular No. 74-C just issued by the U. S. Department of Agricul- 
ture. As long as the supply lasts, copies of the circular may be 
obtained free from the Office of Information, Department of 
Agriculture, Washington, D. C. 


CHICAGO-NEW YORK PASSENGER SERVICE 

Stepping-up of passenger train schedules and the inaugura- 
tion of new services between Chicago and New York have been 
announced by both the Pennsylvania and the New York Cen- 
tral, effective September 29. Beginning on that day, the New 
York Central will have a total of nine 20-hour trains operating 
between the two cities, five Chicago to New York and four New 
York to Chicago, and the Pennsylvania will have six 20-hour 
trains, three each way, according to the announcements. In 
addition to the two new 20-hour trains each way to be operated 
by the Pennsylvania, it will have four trains eastbound on 4 
schedule of 20 hours and 50 minutes and two trains westbound 
on that schedule. On and after September 29, the Twentieth 
Century Limited of the New York Central will be operated it 
two divisions, with two arrival and two departure hours. 4 
new train, The Commodore Vanderbilt, will be placed on a 
20-hour schedule, as well as the New York Central’s “Wolverine 
(via the Michigan Central), and there will also be the early 
morning “Fast Mail” from Chicago to New York on the 20-hour 
schedule. In addition, that line will have seven trains making 
the run in 21 hours or less. 


HOOVER ON WATERWAYS 
President Hoover will deliver addresses on the subject of 
development of inland waterways next month at Cincinnati a0 
Louisville, according to the White House. The addresses will 
be made in connection with the celebration of completion ° 
the canalization of the Ohio River. 
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rE Ship by Water 
WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle, Tacoma and Portland 


FROM 


BALTIMORE AND NORFOLK 


FAST FREIGHT SERVICE 














SAILING FROM 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 10398-9 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Oliver Bldg. Law Bldg. 
Phone: PLAZA 7377 Phone: ATLANTIC 1432 Phone: NORFOLK 21265 


And at our Branch Offices at ports of call, etc. 
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TRANSMARINE LINES 


Direct Service 
T 0 LOS ANGELES (Wilmington—Berth 188) 
— Intercoastal 


SAN FRANCISCO (Pier 39) 
OAKLAND eee eped Street Pier) 

PORT NEWARK, N. J. (New York Harbor) 

Se 


rved by: 
Pennsylvania Railroad 
mtral Railroad of New Jersey 


Lehigh Valley Railroad Steamer 


SUNUGENTCO 


SULANIERCO 
AND ALTERNATE WEDNESDAYS THEREAFTER 


Gulf-Intercoastal 
MOBILE, ALA. (Ris4, e's...) Steamer 


September 26 SUTORPCO 


October 10 


TRANSMARINE LINES 


Port Newark Terminal General Offices: 7 
Telephone Mulberry 4300 5 Nassau St., New York City 


Telephone Rector 0020 
Agencies: Buffalo, Los Angeles, Mobile, Oakland, 
Pittsburgh, San Francisco, Seattle 








Statistics— 


Their Importance 


Not only in general research but also in forecast- 
ing operating or other results, accurate statistics are 
indispensable. They indicate the current trend, the 
future trend, and what the trend has been in the 
past. They are the barometer of business of all 
kinds—they are the “signs of the times.” To the 
business executive, the business lawyer, sales man- 
ager, and traffic manager, statistics are what the 
compass and sextant are to the navigator. They 
help to steer correctly. The elaborate 1930 census 
now planned by the government indicates the ever- 
increasing demand for statistics. Little, if any, im- 
portant business can be conducted without knowing 
the statistical trends. 


Whether they relate to production, transportation 
(domestic or foreign), distribution, consumption, 
or anything else—if they are available to the public 
at all—we can promptly supply your needs. We 
will carefully prepare statements for any particular 
work; we will also regularly report statistics affect- 
ing your business as they are periodically collected. 
Ask us for particulars. We are— 


“At Your Service” 


The Traffic Service Corporation 
Mills Bldg. Washington, D. C. 





PAGE 722 





The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 





Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 


PEPPPBEBESD 
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LIVE STOCK SCHEDULE 


“As a result of numerous informal complaints filed with the 
Interstate Commerce Commission,” says a statement issued by 
the Commission, “concerning unsatisfactory freight service pro. 
vided by the railroads for the transportation of live stock origi. 
nating in the state of Wisconsin, the Commission’s bureay of 
service, in cooperation with the Wisconsin Railroad Commis. 
sion, has, through informal handling with the carriers, brought 
about a marked readjustment of practically all live stock scheq. 
ules from shipping stations in Wisconsin to Chicago, Ill. The 
carriers which have materially shortened their schedules, oy 
agreed to do so, are the Chicago & North Western, Minneapolis, 
St. Paul & Sault Ste. Marie, Chicago, Burlington & Quincy, Chi. 
cago, Milwaukee, St. Paul & Pacific, and the Green Bay ¢ 
Western. 

“The new schedules are so arranged that live stock takep 
from farms to railway loading stations during morning hours 
can be marketed at Chicago the following day. Heretofore, live 
stock ordinarily reached Chicago the second day after leaving 
farms, and the running schedules were such that frequently it 
was necessary to unload shipments once or more en route for 
feed, water and rest. In some instances shipments spent two 
nights and a day on the road, in other cases trains departed 
from originating stations so early in the morning that it was 
necessary to assemble stock at loading stations or place them 
in cars the preceding night. Conditions were also improved ip 
and about the stock pens themselves at various points. The 
necessity of holding stock in station pens for long periods will 
now be avoided. 

“Tt is estimated that shippers will save from $50 to $150 
or more per car, account less shrinkage, depending on whether 
shipments consist of hogs, cattle, calves or sheep. The expense 
of feeding in transit will also be avoided.” (See Traffic World, 
Sept. 14, p. 662.) 


WINTER MAKES NO DIFFERENCE 


Winter weather will hereafter cause no changes in Penn- 
sylvania Railroad freight schedules, it is announced by §. T. 
Stackpole, traffic manager, departing from the custom which 
has prevailed for many years, whereby freight schedules be- 
tween important western and eastern points were, on December 
1, made one day longer in the winter months than in the sun- 
mer. This year the summer schedule now in force will be 
continued in the coming winter. 


The summer schedules now in force provide that westbound 
perishable freight and merchandise from seaboard and other 
eastern cities to Chicago and St. Louis are delivered at des- 
tination the third morning, similar schedules being maintained 
eastbound on perishable freight from Chicago and St. Louis 
to the seaboard. Not only will these through schedules be con- 
tinued during the coming winter, but similar action will also 
be taken with respect to the trains operating between seaboard 
cities and intermediate points, such as Detroit, Cleveland, Cin- 
cinnati, Columbus and Indianapolis. 


The change from the summer to the winter schedules was 
made in the past in order to allow an additional day in transit 
on account of weather conditions, but the management of the 


Pennsylvania Railroad is confident that with the great improve- | 


ment made in the last few years in operating conditions, it 
will be possible to maintain the same schedule throughout the 
winter months as has been observed in the summer. 


REVENUE TRAFFIC STATISTICS 


Class I railroads in the six months ended with June 
carried approximately 9,000,000 fewer passengers than in the 
corresponding period of 1928, according to revenue traffic statis 
tics compiled from carrier reports by the Bureau of Statistics 
of the Commission. The total number’of passengers for the 1929 
period was 386,300,000, as compared with 395,296,000 in the 1928 
period. 

Passenger revenue in the six months ended with June was 
more than $11,000,000 less than in the corresponding period of 
1928. The total for the 1929 period was $430,637,648, and for the 
1928 period, $441,917,267. 

Revenue per passenger mile averaged 2.871 cents in the first 
six months this year, as compared with 2.905 cents in the cor 
responding period of 1928. 

Freight revenue in the first half of 1929 amounted to 
$2,314,973,981, as compared with $2,187,567,656 in the correspond: 
ing period of 1928. Revenue tons carried in the 1929 period 
amounted to 1,147,151,000, as compared with 1,073,719,000 in the 
corresponding period of 1928. Revenue per ton mile avera “ 
10.74 mills in the 1929 period, as compared with 10.86 _ 
the 1928 period. Revenue per ton per road averaged $2.018 ™ 
the 1929 period, as compared with $2.037 in the 1928 period. 
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Out of the ‘Rut’? by Xmas! 


It is easy to stay in a “‘rut’’ 
but why not go “Over the Top”’ 
with the 


€\NEGLUFAINANCED TRF 


cA Single Subject Well Taught! 
“40 years’ EXPERIENCE in 2 years” 
TRAFFIC TRAFFIC 
SPECIALAZATION LAW & PRACTICE 





f 
olan tae RESIDENT bread : ond aed 
experience CLASSES NOW FORMING experience 
CHICAGO IN NEW YORK 
608 South Dearborn 299 Broadway 
Harrison 8649 Worth 8120 


(training by mail always available) 


Enroll Now | COLLEGE OF ADVANCED TRAFFIC 
or write, phone Dept. 22, Chicago, I 
or cali for fur- Gentlemen—Please send me further information. 


Cr I FBI. 06.0 0.0:0:6:0.0:0:00 060080006 PINS bb:s0beoece es 
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of Shipping Costs 


Let us prove it! 


Many manufacturers are saving an average of 20 per cent in 


container cost, freight bills, damage claims, pilfering, etc., 


through the use of Signode System of Tensi - 
Steel Strapping. About three out of five wy —_ 


Let us check up with you. It will not e 
incur the slightest obligation. a oe ae 


Write now for Signode Shipper or ask for Catalog No. 16. 
Signode Steel Strapping Co. 
2613 N. Western Ave., Chicago, Ill., U. S. A. 
Canadian Steel Strapping Co., Ltd., Montreal, Quebec 
Offices in Principal Cities 


SIGNODE 


The Sealed Steel Strapping | 


od _ po pe ae — ya en a, all Fy 
r -on strapping, wire tying machines, 5 
clutch nails, tag fasteners, etc. Write for general ontalag. 
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A helpful Handbook 
for Traffic Managers 


RATE-MAKING 
_ COMMON CARRIERS 


J. HADEN ALLDREDGE 


Member of the Bar of the Interstate Commerce Commission 


A clear, simple and accurate treatise on the principles 
governing the regulation of rates. 


A comprehensive work on Rate-Making and Rate Judg- 
ment that will be a helpful guide to those whose duty 
it is as Counselor, Commissioner or Traffic Manager to 
determine what is a proper rate under a given situation. 


A discussion of the decisions of the courts and com- 
missions that will be of value to the Traffic Man in 
determining what charges shall be made and what 
rules and regulations shall be prescribed under differ- 
entiating circumstances. 


One Volume, $5.00 Delivered 


Published and For Sale 


b 
THE HARRISON COMPANY 


Law Book Publishers 
ATLANTA 
















Business 
in the Orient! 


PROMPT deliveries will help you accom- 
plish this, if you ship on “President 
Liners,” sailing every other Saturday from 

Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 


Six 10,000-ton “Cargo Liners,” sailing 
on frequent, dependable schedule, augment 
this exceptional service to and from the 
Orient. 










T. J. KBHOE, Gen. Eastern Agt., 32 Broadway, New York 


W.G. ROCHE, Inc., Gen. Agt. R. W. BRUCE, Gen. Agt. 
1714 Dime Bank Bldg. 110 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 


L. L. BATES, General Freight Agent | 
1519 Railroad Avenue South, Seattle, W 


76 offices in 22 countries at your service 


American Mail Line 
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DENVER, COLORADO 


















ee 


FIREPROOF WAREHOUSES ON TRACK 
Free switching to warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15 cents. Loans ne- 
gotiated. Office rentals. The Weicker Transfer & Storage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased fer Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisce 
and would suggest that you cemplete your file by requesting 
the rates for our s service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 





Happy in the thought 
that their shipments 
are made care 


COTTON 
CONCENTRATION 
COMPANY 





With six high density presses 
and capacity of warehouses 
over 400,000 bales of cotton, 
we are in position to make 
prompt deliveries at a mo- 
ment’s notice. 


COTTON CONCENTRATION COMPANY 


The Home of Satisfied Shippers 
GALVESTON, TEXAS 


GEO. SEALY, | 
President 


J. GARRISON, 
V.P.& G. M. 















































The Traffic World 








Vol. XLIV, No. rv) 






Digest of New Complaints 


dite 





No. 22426. Rates and minimum weights on metal containers. 


No. 


No. 


No. 22601. 
N. 


No. 22613. 


No. 


No 


- 22602. 


. 22603. 


This is an investigation into rates and minimum weights on 
— metal containers instituted by the Commission on its oy, 
motion. 

22523. Sub. No. 5. W. R. Hinkle, Inc., South Bend, Ind, vs 
C. & A. et al. he 

Rates in violation sections 1, 3 and 4 of act, petroleum products 
points in Louisiana and Texas to South Bend, Ind. Chicago anj 
Cincinnati districts preferred. Asks reparation. 
i. Y¥ os No. 1. Acme Brick Co., Fort Worth, Tex., vs, 4. & 

. et al. 

Unreasonable rates, face brick, Fort Smith and Perla, Ark, t 
San pre. Tex. Asks reparation. : 

ae mo Produce & Provision Co., Bluefield, W. Va., ys, 
. C. et al. 

Unreasonable rates, celery, Walworth, N. Y., to Bluefield, w 
Va. Asks rates for future and reparation. ; 
; a Sub. No. 1. Amicon Fruit Co., Columbus, O., vs. N, Y, ¢ 
et al. : 

Same complaint and prayer as to celery, Macedon, N. y, 
Bluefield, W. V. ae " Toit 

22602. Bluefield Produce & Provision Co., Bluefield, W. Va., ys, 
N. & W. et al. 

Rates in violation sections 1 and 4 of act, cabbage, Primrose 
and other South Carolina points to Bluefield, W. Va. Asks rates 
for future and reparation. 

Sub. No. 1. Bluefield Produce & Provision Co., Bluefield, 
W. Va., vs. Norfolk Southern et al. 

Rates in violation sections 1 and 4 of act, cabbage, Morehead 

City, N. C., to Bluefield, W. Va. Asks rates for future and rep. 


aration. 
Canada Packers, Ltd., Toronto, Ont., vs. B. & M. et al, 

Unreasonable rates, fresh meats, Toronto and Montreal, Can, 
to New York City and other points in trunk line and New Eng. 
land territories. Asks reparation. 

; . The St. Anthony & Dakota Elevator Co., Minneapolis, 
Minn., vs. N. Y., O. & W. et al. 

Unreasonable rates, anthracite coal, Mayfield Yard, Pa, to 
Winthrop, Ia. Asks reparation. 

22604. Sub. No. 1. Same vs. Same et al. . 

Same complaint and prayer as to anthracite coal, Mayfield 
Yard, Pa., to Farley, Ia. 

. Shearman Concrete Pipe Co., Little Rock, Ark., vs. Mo, 
Pac. et al. 

Rates and charges in violation sections 1 and 3 of act, concrete 
sewer pipe, North Little Rock, Ark., to Oklahoma City, Ripley 
and Pawnee, Okla., as compared with rates from Pittsburg, Kan, 
and Joplin, Mo., to the same destinations. Asks reparation. 
i ‘y pane Corporation of America, Amcelle, Md., vs. P. & 

. E. et al. 

Unreasonable rate and charges, sulphuric acid, Newell, Pa., to 
Amcelle, Md. Asks rates for future and reparation. 

22607. The Mathieson Alkali Works (Inc.), New York, N. Y., vs. 
Ahnapee & Western et al. 

Unreasonable rating of liquefied chlorine in tank cars, minimum 
weight 30,000 pane, at fourth class, and rate and charges there- 
under in official, western and southern classifications, to extent 
it exceeds fifth class, and rates and charges thereunder. Asks 
rates for future. 

22608. C. W. Hull Co., Omaha, Neb., vs. C. & N. W. et al. 

Rates and charges in violation sections 1 and 6 of act, coal 
briquettes, Kansas City, Mo., to points in Nebraska and Sioux 
City, Ia. Asks rates for future and reparation. 


. 22609. Perrine Armstrong Co., Ft. Wayne, Ind., vs. Chicago & 


Erie et al. 

Rates in violation sections 1, 3 and 4 of act, lumber, Huntington 
and Markle, Ind., to New York, , and Philadelphia, Pa. 
Asks rates for future and reparation. 

. _— Perrine Armstrong Co., Ft. Wayne, Ind., vs. Pennsylvania 
et al. 

Rates in violation sections 1 and 3 of act, lumber, Flora and 
Frankfort, Ind., to Boston, Mass., Portland, Me., and Portsmouth, 
Va., as compared with rates from Indianapolis, Ind., and Cin- 
cinnati, O. Asks rates for future and reparation. 
" -¥'’ J. Fred Amsden, Malone, N. Y., vs. Canadian Nationd 
et al. , 

Unreasonable rates, pulpwood, points in provinces of — 
and Quebec, Can., to Brownville and other New York points 
Asks rates for future and reparation. ‘ ta 
. 22612. Beatrice Brick Works, Inc., et al., Beatrice, Neb., vs. San 
Fe et al. ; — 

Unreasonable rates, brick and tile, Nebraska points to — 
City and Shenandoah, Ia., Chicago, Ill., Albert Lea, Minn., oad 
sas City, Mo., and other points, and preferential to mansiie. 
turers of brick at Mason City, Ia., and other points. Asks rates 
for future and reparation. Pac 

J. B. Gutzwiller Coal Co., Charleston, Mo., vs. Mo. Fae. 
et al. 


Unreasonable rates, coal, to Charleston, Mo., from poss = 
Kentucky designated in Illinois Central I. C. C. No. E- 
group 1 and 2 (west Kentucky). Asks reparation. Pac 
. 22613. Sub. No. 1. W. E. Davisson, Essex, Mo., vs. Mo. von to 
Same complaint and prayer as to coal, various Tilinois m 
Essex, Mo. Mo. Pac 
" oe Sub. No. 2. J. L. Reed Coal Co., Essex, Mo., VS. ‘ 
et al. ranks 
Same complaint and prayer as to coal, various Illinois and we 
ern Kentucky mines to Essex, Mo. Mo., ¥5 
. 22613. Sub. No. 3. H. M. Brown Coal Co., Charleston, “0, 
Mo. Pac. et al. . aa 4 west: 
Same complaint and prayer as to coal, various Illinois an 
ern Kentucky mines to Charleston, Mo. et a 
. 22613. Sub. No. 4. Hux Brothers, Essex, Mo., vs. Mo. ™_ pies 
Same complaint and prayer as to coal, various Illinois an 
ern Kentucky mines to Essex, Mo. Mo. Pat 
. a9 Sub No. 5. Riddle Lumber Co., Essex, Mo., vs. . 
et al. : i 
Same complaint and prayer as to coal, various Illinois and wes 
ern Kentucky mines to Essex, Mo. 
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We Bind The Traffic World 


SE SO A AT 
in Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and + a al Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


==: RICHMOND, VA. 
Ra Storers, Distributors and Forwarders 
it of General Merchandise 


Ors 175,000 Square Feet Floor Space 
, on Southern R. R. Siding. 25c Ins. Rate 
Fg 


a 


<2Z Virginia Bonded Warehouse Corp. 
si 1709 East Cary Street 


Do You Know ==«-- 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS.STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 










A COMPLETE SERVICE 


| CUO aC ELM ILLINOIS 
distribution of merchandise pecatu,, 
to Illinois pormts. 


WAREHOUSES 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 SOUTH FRONT STREET, MEMPHIS, TENN. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 
GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 











Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U. S. A. 


Boston Office: 
92 State Street 


ee 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 


G. R. Leonard & Co. 


185 N. Clark St., Chicago 18 E. 26th St., New York 





NEW ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES OFFICE, 













PITTSBURGH DISTRIBUTION 


Cold and dry storage distribution can be most successfully ac- 
complished to the 5,000,000 Pittsburgh District population through 
the Terminal system. Direct connections of all railroads into the 
group of buildings eliminates all trucking and hauling, except for city 
deliveries. Lowest obtainable insurance rates. Every modern facility 
for doing business. 


ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK 
Terminal Way and Carson Sts. Pittsburgh, Pa. 

















Chicago's and Kaneas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
2000 Carload PooL CAR DISTRIBUTION 













Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


PANAMA MAILS.S.CO. 


Fast Freight and Passenger Service 
Regular Fortnightly Sailings Direct to 
CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 


Next Sailing from New York . . . . October 3 


Intercoastal freight accepted both West and Eastbound, from New York 
> — —— Harber and San Francisco and from California ports 
ew 


140 S. Dearborn S8t., Chi til. 2 Pine Street, San Francisce, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Les Angeles, Cal. 
























Speeding Up Progress for 
Traffic Managers 


Big business institutions are on the lookout for men who can 
save them money. LaSalle training in Traffic Management 
equips a man to demonstrate unusual savings—and as a 
result to advance rapidly in his profession. C. E. Veth, 
Traffic Manager of the Smith Agricultural Chemical Com- 
pany, Cleveland, Ohio, saved his firm $10,600 in overcharges 
through his newly organized traffic department. ‘‘My sub- 
sequent salary-increase of 200 per cent,’’ writes Mr. Veth, 
‘tig due in large measure to the study and application of 
your training.’’ Whether you have been in traffic work for 
many years or are just entering this profitable field, you need 
LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.” Send forit today. It’s FREE. Address Dept. 995-T. 


LaSalle Extension University, Chicago, Ill. 








Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Canceli- 
lations and postponements announced teo late to show the change in 
this Docket will be noted elsew 


pear 23—Washington, D. C.—Examiner Sullivan: 

‘Finance No. 7806—Application Chicago, Burlington & Quincy R. R. 
for authority to acquire control, by lease, of certain lines owned 
by the North Platte Valley Ry. 

* Finance No. Application C. & S. Ry. for authority to acquire 
control, by lease, of the railroad of the Colorado R. R. 


Oyeater 23—Washington, D. C.—Examiner Davis: 
inance No. 7810—Application Northern California Telephone Co. 
for a certificate that the acquisition by it of the properties of 
the Lake County Telephone Assn. will be of advantage to per- 
sons to whom service is to be rendered and in the public interest. 
Finance No. 7787—Joint Application of New Jersey Bell Telephone 
Co. and Hackettstown Telephone & Telegraph Co. for a certi- 
ficate that the asquisition by the former company of the prop- 
erties of the latter company will be of advantage to the per- 
sons to whom service is to be rendered and in the public interest- 
Finance No. 7816—Joint Application of Mountain States Telephone 
& Telegraph Co. and Wyoming Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 
September 23—Washington, D. C.—Examiner Glenn: 
192—J. B. Preston Co., Inc., et al. vs. C. C. & O. Ry., et al 
(further hearing). 
22225—United States Mica Mfg. Co. vs. C. C. & O. Ry., et ak 
(further hearing). 
22263—Richmond Mica Corp. vs. A. C. & Y. Ry., et al. (further 


rey” 
1. & S. round mica from Richmond, Va., to central territory. 
September 23—Atlanta, Ga.—Examiner Macomber: 
1859—Martha Mills vs. Cent. of Ga. Ry. 
23—Oklahoma City, Okla.—Examiner Mattson: 
. A. Joy et al. vs. M.-K.-T. R. R. et al. 
September 23—Gulfport, Miss.—Examiner McChord: 
188—Hamilton Brothers Co., Inc., vs. L. & N. R. R. et al. 
September 23—Philadelphia, Pa.—Examiner Koebel: 
177—International Motor Co. vs. Santa Fe et al. 
September 23—Sioux City, Ia.—Examiner Fleming: 
342—Ballou Brick Company et al. vs. C. & N. W. Ry. et al. 
September 23—Los Angeles, Calif.—Examiner Disque: 
Fourth Section Application Nos. 13638 and 13639 of Southern Ptr- 
cific Co. (adjourned hearing). 
September 23—Argument at Washington, D. C.: 
0253—-Canton R. R. vs. A. A. R. R. et al. 
20619—Detroit Steel Corp. et al. vs. A. C. & Y. Ry. et al. 
—— Milk Products Co. vs. C. M. St. P. & 
et al. 
September 
. & §&. 


September 
22250—M. 


Pp. RK R. 


24—New York, N. Y.—Examiner Koebel: 
3339—Routing on export petroleum from Texas points to 
New Orleans, La., and sub-ports, via Gulf Coast lines. 
* |. & S. 3339 (1st supplemental order)—Routing on export petroleum 
—. — points to New Orleans, La., and sub-ports, via Gulf 
oas ines. 


September 24—Chicago, Ill—Examiner Kettler: 
22951—The Wander Co. vs. A. & R. R. R. et al. 
September 24—Washington, D. C.—Examiner Davis: 

Finance No. 7777—Joint Application of Chesapeake & Potomac Tele-— 
phone Co. of West Va. and M. C. Johnson, doing business as the: 
. Barboursville Telephone Co., for a certificate that the acquisition: 
by said C. & P. Telephone Co. of W. Va. of telephone properties: 
of said M. C. Johnson will be of advantage to the persons to whom. 
Service is to be rendered and in the public interest. 

Finance No. 7778—Joint Application of C. & P. Telephone Co. of 
W. Va. and Hurricane Central Telephone Co. for a certificate: 
that the acquisition by the former company of the properties of 
the latter company will be of advantage to the persons to whom: 
service is to be rendered and in the public interest. 

Finance No. Joint Application of C. & P. Telephone Co. of’ 
W. Va. and H. C. White, doing business as the Gauley Telephone: 
Co., for_a certificate that the acquisition by the C. & P. Telephone: 
Co. of W. Va. of the properties of H. C. White will be of ad- 
vantage to the persons to whom service is to be rendered and. 
in the public interest 


Somtoenber wy ge at Washington, D. C.: 
9645—A. T. & S. F. Ry. et al. vs. B. & O. R. R. et al. 

eal oe Bituminous Coal Operators’ Assn. vs. B. & O. R. R.. 
e ; 


September 25—Chicago, Ill.—Examiner Kettler: 
1. & S. 3335—Silica sand from points in Illinois to destinations im: 
Ohio and Indiana. 
September 25—Omaha, Neb.—Examiner Fleming: 
22330—H. W. Cockerill et al. vs. Santa Fe et al. 
September 25—Mobile, Ala.—Examiner McChord: 
° S. No. 3326—Lumber and other Forest Products from points om 
Mississippian Railway to points in North and South Carolina. 
September 25—Washington. D. C.—Examiner Kerwin: 
ee ae Association of Stove Manufacturers et al. vs. A. C.. 
. Re 8 
i. & S. No. 3299—Stoves, ranges, boilers, house heating furnaces,. 
parts thereof and related articles, from, to and between points in: 
southern territory. 
September 25—Argument at Washington, D. C.: 
21918—Los Angeles Chamber of Commerce vs. S. P. Co. et al. 
Pacific Coast Fourth Section Applications Nos. 13457 et al. 
20733—Abendroth Bros. et al. vs. B. & A. R. R. et al. 
21257 (and Sub. 1 and 2)—Eastern Tanners’ Glue Co. vs. C. C. C’. 


& St. L. Ry. et al. 
— oe _ 1)—Chapman Valve Manufacturing Co: vs. B. & As. 
a al. 


September 25—Columbus, Ga.—Examiner Macomber: 
095—The Veneer Manufacturing Co. vs. A. C. L. R. R. et al. 
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September 26—WNeillsville, Wis.—Railroad Commission of Wisconsin: 
Finance No. 7483—Application Fairchild & North Eastern Ry, for 
authority to abandon its railroad. 
September 26—Enid, Okla.—Examiner Mattson: 
1 harles Lewis Lockwood vs. Santa Fe et al. 
22333—-Union Equity Exchange et al. vs. Santa Fe et al. 
September 26—Argument at Washington, D. C.: 
1436—Portland Traffic & Transportation Assn. Bay Cities 
Transportation Co. et al. 
20356—Times Publishing Co., Inc., vs. Can. Pac. Ry. et al. 
20729—-Marley Paper Manufacturing Co. vs. A. C. & Y. et al. 
20730—Shenandoah Boxboard Corp. vs. A. C. & Y. Ry. et al. 
20944—Metamora Elevator Co. et al. vs. C. H. & D. Ry. et al. 
September 26—Washington, D. C.—Examiner Glenn: 
22012—Emporia Manufacturing Co. vs. Arcade & Attica R. R. et al, 


September 26—Omaha, Neb.—Examiner Fleming: 
405—Omaha Live Stock Exchange et al. vs. C. & N. W. Ry. et al. 


September 27—-New Orleans, La.—Examiner Davis: 

Finance No. 7698—Application Elizabeth Southern Ry. for authority 
to construct a line of railroad from Elizabeth to Kinder, La 
and to issue certain securities. 

Septemiiaee 27—Chicago, Ill.—Examiner Kettler: 

- & S. 3344—Notice to consignors or owners of carload freight re- 

fused or unclaimed at destination. 


September 27—Argument at Washington, D. C.: 
1267—Signal Mountain Portland Cement Co. vs. A. G. S. R. R. et al, 
21271—Menasha Printing & Carton Co. vs. A. C. & Y. Ry. et al. 
21603—Arizona Corporation Commission et al. vs. Santa Fe et al. 
Finance No. 7024—Proposed construction of line by Western Pacific 
California R. R. 
September 27—Birmingham, Ala—Examiner McChord: 
402—Rockwood Alabama Stone Co. vs. Nor. Ala. Ry. et al. 
September 27—Dothan, Ala.—Examiner Macomber: 
989—Dothan Guano Co. et al. vs. A. & S. A. B. Ry. et al. 
September 28—Omaha, Neb.—Examiner Fleming: 
22420--Missouri Gravel Company vs. C. B. & Q. R. R. et al. 


vs. 


FRISCO EXHIBIT CAR 


A newly equipped Frisco Lines car containing 700 ex- 
hibits of resort features, forest products, floriculture, preserved 
fruits and vegetables, and horticulture and agricultural prod- 
ucts will leave Pensacola, Fla., October 20 for a visit to 34 
towns and cities in the middle west, according to an announce- 
ment by the traffic department of that road. 

The principal points in the itinerary of the car are in Mis- 
souri, Kansas, and Oklahoma. It is to carry the story of the 
Frisco’s new southeastern territory to people on the Frisco in 
its middle west territory, it is stated. 

Construction of the exhibit car was recently completed in 
the Frisco’s shops at Springfield, Mo. Four hundred square 
feet of display space with seating capacity for 80 people is in- 
eluded. The car will be in charge of J. B. Morrow, colonization 
agent. He will be accompanied by representatives from the 
Tom Bigbee River Valley and Pensacola’s immediate territory. 


GRAIN STORAGE INQUIRY 


An investigation of the grain storage situation and the re- 
lation of this situation to the present prices of grain, has been 
hegun by the U. S. Department of Agriculture upon the request 
of the Federal Farm Board. It is being made by the Bureau 
of Agricultural Economics of the department. Experts have 
been sent by the bureau to Minneapolis and the spring wheat 
area of the northwest to expedite the work and complete it as 
soon as possible. The purpose of the investigation is to get 
information on the following points, among others: Capacity 
and general availability of country and terminal elevators; stor- 
age rates and other conditions which are factors in determining 
storage costs; length of time which grain may be held in stor- 
age; prices at country shipping points in relation to prices at 
terminal markets; terminal market prices, by grades and classes 
of wheat, as compared with prices at Winnipeg; and the rea- 
sons for any abnormal margins which may exist between prices. 

The specialists selected to carry on the survey are E. J. 
Working, W. J. Kuhrt and F. J. Hosking, agricultural econom- 
ists, and T. A. Sommers, marketing specialist, all of the Bureau 
of Agricultural Economics. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period Sep- 
tember 1-7, inclusive, was 157,606, while the average daily short- 
age reported consisted of 2 box, 12 flat and 12 gondola cars, 
according to the car service division of the American Railway 


Association. The surplus was made up as follows: 
Box, 79,151; ventilated box, 40; auto and furniture, 7,699; total 
box, 86,890; flat, 3,903; gondola, 12,705; hopper, 20,074; total coal 


32,779; coke, 420; S. D. stock, 18,603; D. D. stock, 2,211; refrigerator, 


11,778; tank, 247; miscellaneous, 675. 
Canadian roads reported a surplus of 12,000 box, 250 auto 
and furniture and 325 refrigerator cars. 


Ida. Priced for quick sale. 


TRANSFER AND STORAGE business, ‘sil modern equipment. 


Live town, well established, wg money. 
National Brokerage Co., Omaha, Neb. 


d 
HOURS ARE DOLLARS in the traffic department. Save one an 
save the Se oe = bn B not 7 he [= those sree 
time savers—traffic department printed form: 
folder of samples by writing to The Traffic Service Corporation, 
South Market 8t., cago,. 
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